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A national first 


The fabulous performance of Ulsterman John Watson at. the 
wheel of the First National City Penske PC4 at the Osterreichring 
last Sunday was pleasing in every way. 

Watson first made his mark on the international motor racing 
scene by his competitiveness at the Easter Monday Thruxton 
Formula 2 race in 1969, with driving which clearly stamped him as 
future Formula 1 material. His Formula 1 chance, however, did 
not come until 1974, when Hexagon put him into their privately 
run Brabham BT42. No sooner had Watson got his hands on the 
team’s newly acquired BT44 than he proved himself to have 
Grand Prix winning potential, with a scintillating performance in 
practice at Monza. 

Thruxton 1969 and Monza 1974 were high points in a career 


eae had brought little in terms of victory, but the indications of 


major win just around the corner were strong. For one reason or 
another, that win has taken almost two years to come, but come it 
has at last and our congratulations go out to John and all involved 
at Penske Racing headquarters in Poole. 

The team is a close-knit and enthusiastic one and, even though 
they have taken their many disappointments without bitterness, 
Austria will give them a tremendous boost. Last Sunday’s perfor-. 
mance pres irrefutable evidence of the qualities of the design 
work of Geoff Ferris, and showed the results of the perseverance. 
of the team and its driver — nobody is more dedicated to his job 
Ste John Watson. It was time indeed that he was in the lime- 

ight. | 

The weekend’s events highlighted the over-exposure by certain 
elements of the national media of James Hunt, who has been con- 
veyed to the public as carrying the colours of Britain alone. Three 
of the points-scorers in the John Player British Grand Prix last 
month (Hunt, Watson and Tom Pryce) were British drivers, but 
that fact was lost in many reports in the euphoria following 


- Hunt’s victory. Britain’s problem at present is not so much in the 


scarcity of drivers at the top level, but in the lack of comingmen. 
We do not wish to belittle the achievements or ability of this 

week’s interviewee James Hunt — far from it — but Watson and 

Pryce have certainly been taking a back seat in terms of publicity. 


_ John Watson is nowa Grand Prix winner, and we hope that he will 


receive the accolades he deserves from his home press. 

It was depressing to listen to the BBC radio report of the race 
on Monday morning, in which the previous lack of interest in this 
driver was heard to have resulted in a lack of knowledge, and the 
car was described as ‘‘an American Penske”. Of course, there 
are American things about the Penske — the team owner, the 
sponsor, and most of the team manager — but apart from them: 
you can hardly get more British. The Penske PC4 was designed by 
a Briton, and built entirely in Britain using British components, 
chassis, gearbox and engine. The car is based in Britain, its crew is 
British and its driver is British. Let’s have some proper recogni- 
tion of all this in the media, or the Americans will steal our 
thunder, and John Watson may be in danger of being cast as a cog 
in an American wheel! 


next week 


Our full report and pictures of the Burmah Rally, one of the 
country’s major nationals and a qualifying round of both the 
Castrol/AUTosPoRT and RAC championships — The European 
Formula 2 Championship scene moves to Italy — Porsche versus 
Alpine versus Mirage in the World Sports Car Championship race in 
Canada — Alfa Romeo in competition — Previews of the Dutch 
Grand Prix at Zandvoort and all August Bank Holiday motor sport 
— “ any of the World Champion’s Chief Mechanic — Alfetta GT 
road test* 


cover picture 
They've done it at last! The enthusiastic Citibank Penske team 
achieved an unexpected and memorable triumph in last Sunday's 
Austrian Grand Prix on the ultra-fast Osterreichring circuit. John 


Watson's victory is reported by Pete Lyons starting on page 8; Jody 
Scheckter describes his own race, page 19. Photo: David Winter. 
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into machine 


Yes, it’s true. The British company, 
which once had a complete Eeicooly 
on the F1 tyre. front, is back in 
Grand Prix racing. Their current in- 
volvement, however, is not con- 
cerned with tyres, and is unofficial at 
present. 


Dunlop Aviation, which makes the | 


brakes for the Concorde SST, has 
been quietly testing the use of 
carbon-fibre as a brake pad material. 
On the .aeroplane, the material is 
built as a series of discs, like a multi-. 
plate clutch. On the Brabham-Alfa 
raced in Germany by _ Rolf 
Stommelen and in Austria by Carlos 
Pace, the carbon-fibre is pressed into 
a series of pucks that look like 
normal brake pads but which are set 
recesses in the faces 
of all four brake discs. Thus the 
normal pad in the normal caliper 
rubs not on disc metal, but on rings 
of these special pucks. 

Incidentally, we spoke to’ Dunlop’s 
Jeremy Ferguson earlier in the week 
about the Dunlop Japan tyres which 
have been produced for the new 
Formula 1 Kojima which we revealed 
in last week’s issue. Ferguson was 
keen to stress that the return of 
Dunlop stickers to the sides of a 
Formula 1 car in no way indicates a 
return to Grand Prix racing by the 
company. Dunlop Japan, which is 
not a wholly owned subsidiary of 
Dunlop, own about 75 per cent of the 
racing tyre market in Japan, the 
other 25 per cent being taken by 


Dunlop come back into Formula 1 


Bridgestone. The front tyres of the 
Kojima are of the type produced by 
Dunlop Japan for sports car racing, 
although the rears are new. The 
British and Japanese companies 
have a technical assistance agree- 
ment, and the only involvement by 
Fort Dunlop will be technical advice 
as and when the Japanese require it. 
It is thought that the Japanese 
Dunlop concern were very keen on 
the Kojima Engineering F1 project 
due to the large-scale involvement of 
Goodyear, and the possibility of 


stealing a march on Bridgestone by 
being the only Japanese tyre com- 
pany represented in the Grand Prix 
at Fuji. 

However, we have heard a sub- 
stantial rumour that Bridgestone 
will be represented at the circuit on 
October 24. Apparently these tyres 
will be used by another Japanese 
team new to Formula 1, who are at 
work restructuring a Formula 2 
chassis to take the Cosworth DFV 
engine and conform to the F1 regu- 
lations. 


The experimental Dunlop “‘brakes’’ used on Carlos Pace’s. Brabham-Alfa in 
last weekend’s Austrian Grand Prix mark the British firms arrival back inte 
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Cheever at Brands 


Eddie Cheev 


Me hor. ? 


Jag’sXJS 
to make race. 
debut in USA 


This weekend at Mosport where 


the ultimate round of the Ameri- 
can TransAm series takes place, the 
world racing debut of the Jaguar 
XJS will take place. 


The man behind the wheel will be’ 


Bob Tullius whose Group 44 team 
have been constantly developing an 
XJS throughout the season. Secret 
tests at the Sears Point and Watkins 
Glen race tracks have brought 
encouraging results and the team 
feel that the time is right to race the 
car. 
More news on the project next 
week. 


_ bein 


Entered for the ShellSport 5000 (G8) 


-race at the Brands Hatch August 


Bank Holiday meeting is none other 
than Eddie Cheever, the 19-year-old 
Italian-domiciled American who has 
been racing for Ron Dennis’s Project 
Four racing team in Formula 2 this 
season. Cheever will, in fact, be 
driving his Hart-powered Project 
Four March 762 against the likes of 
David Purley, the current champion- 
a leader. : 

alking of Purley, we hear that the 
first of his six Cosworth Ford DFV 
engines were delivered to the Lec 
Racing workshops at the end of last 
week and it is hoped that the team’s 
new F1 car will be ready to race in 
the final ShellSport race, prior to 
shipped out for testing to 
South Africa, where the team hope 
to make their debut next year. 


US F5000° 
series on 
the blink - 


The American Formula 5000 series, 
for which Chris Pook and his fol- 
lowers predicted such a_ bright 
future, is about to come to a very 
sudden end. News came through 
from America this week that the 
Sears Points race, which had been 
tentatively scheduled for September 
15 is now definitely off as are the 
evenis at Laguna Seca and Seattle. 
This means that there are just two 
rounds left, starting at Elkhart Lake 
at the end of next week before a long 
seven-week gap to the final race at 
Riverside on October 17. 


CSAl back 


Ferrari over 
CSI decision 


The CSAI (Italian Automobile 
Sports Commission), in trying to 
woo Ferrari back to racing in time 
for the Italian Grand Prix at Monza, 
have issued a statement about 
recent CSI decisions, appeals etc. 
Not surprisingly, it comes down 
heavily in support of the Commen- 
datore’s decision, describing the 
belated awarding of the Spanish GP 


to Hunt and McLaren as “unsport-_ 


ing, absurd and illegal’. The race 
organizers at Monza must be really 
sweating about the prospect of no 
Ferraris... . 


Andretti to 
test new JPS 


Mario Andretti will be testing the 
new, allegedly non-existent, Lotus 
78 very shortly. “It looks a_ lot. 
bigger,” he says, ‘‘and contains 
some of the new ideas they’ve been 
working on.”” Does this mean an 
automatic transmission? 


Baldwin joins 
Van Diemen 


Dave Baldwin is a busy man these 
days. Coming on the heels of his 
recent surprise move from Ensign to 


Copersucar-Fittipaldi, Ralph Firman . 


has informed us that Baldwin has 
also become a director of Van 
Diemen. He will work as Design 
Consultant with the company, and 
will be in charge of all future designs. 
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James Hunt — Atlantic debut? 


Hunt for 
Canada 


Shock news as we went to press 
on Tuesday afternoon ended 
speculation, which has been rife in 
Canada recently, that James Hunt 
will “almost certainly’’ drive for the 
Ecurie Canada team at the forth- 
coming Trois Rivieres. Formula 
Atlantic race on September 5. 

This is indeed surprising news 
because many felt that with the 
World Championship very much in 
the balance, neither McLaren nor 
Hunt would want to diversify from 
their Formula 1 activities. However, 


we gather that after several weeks of 


negotiations, terms have been 
agreed between Hunt and Kris 
Harrison’s Ecurie Canada team 
which, under the management of 
former March Engineering director 
Ray Wardell, has taken Gilles Villen- 
euve to eight Atlantic wins out of 
nine starts in North America this 
year. 

This will be Hunt’s first ever 
outing in an Atlantic car and it is . 
indeed a large boost for the Trois 
Rivieres organisers who may well 
have three current Grand Prix 
drivers contesting the event for 
besides Hunt, we hear that Vittorio 
Brambilla (last year’s winner) and 
perhaps Tom Pryce, who took part 
two years ago, are going. 

Hunt will team up with Villeneuve, 
the pair of them driving Ecurie 
Canada prepared March 76Bs. 


Vittorio Brambilla — second win? 
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Surtees 
and Amon 


Contrary to a report in last week- 
end’s Sunday Telegraph, Chris 
Amon wishes to make it lest that he 
has not retired. ‘I’ve left Ensign, 
sure, but that doesn’t mean I’ve 
made a decision to stop racing,” the 
New Zealander told us. ‘‘I’ve had 
two or three offers in the last few 
days, but one decision I have made is 
that I’m not prepared to drive an un- 
competitive car, however much 
money is involved. I think I’ve 
proved I can still drive a bit, but I 
simply cannot afford to drive for 
nothing any longer. Nor do I believe 
that an under-financed team can 
make it in F1 these days. To be really 
competitive, you’ve got to do a lot of 
testmg. With Ensign, we simply 
ee have the money to do any at 
With Brett Lunger committed to 
the Elkhart Lake F5000 race, the 
Chesterfield-sponsored TS19 is lack- 
ing a driver for the Dutch GP, and 
John Surtees is keen to run Chris. If 
Amon decides against it, there is a 
good chance that the drive might go 
to a Swedish F3 driver, a driver for 
whom Big John has a lot of regard. 


John Surtees — wants Amon. 


“second season” for 
Formula Atlantic races is set for Mid 
Ohio (August 29), Road Atlanta 
(September 19), Laguna Seca (Oct- 
ober 3) and Mexico City (October 24). 
It will be remembered that Gilles 
Villeneuve won the first three races 
held in the States earlier this year. 


Al Unser — moving into F1? 


Nunn tries 
for Unser 


Morris Nunn is trying hard to sign 
American USAC star Al Unser for 
the Italian, Canadian and US 
Grands Prix. It may be remembered 
that there was some question of 
Unser driving for Ensign at Watkins 
Glen last year, following Chris 
Amon’s road accident. Presumably, 
the American would have to bring 
some money with him. Also seeking 
the services of Al is John MacDonald 
of RAM, but a deal here seems very 
unlikely. Unser has said that his F1 
debut will not come until he has an 
absolutely competitive car. It seems 
that there is also a chance that Vel 


Miletich and Parnelli Jones (for. 


whom Unser drives in USAC and 
F5000) might drag out the Parnelli 
F1 car (last raced by Mario Andretti 


at Long Beach) for Al to run at} 


Mosport and the Glen. Anyway, it 
looks certain he’ll drive something 
there! 


@ We felt that it was worth mention- 
ing that A. J. Foyt’s qualifying 
speed for the USAC race held at the 
College Station track on August 1 
was 207.314mph, some T7mph 
quicker than Al Unsér whose DFX- 
engined Parnelli clocked a_ neat 
200.056mph. Don’t those guys fly! 


@ Labatt’s Ontario Breweries will 
sponsor the Canadian GP at 
Mosport on October 3. 


Ferrari: the story so far 


The news about Sefac Ferrari and its 
future plans become more confused 
by the day. At the weekend, rumours 
circulated to the effect that the Com- 
mendatore was now contemplating 
the permanent retirement of his cars 
from competition, that there was no 

lace for him in the sport as it was 

eing run today. We can only hope 
that Ferrari will not make such a 
decision: Grand Prix racing without 
his cars is almost unthinkable. 


@ Contradicting all the above, Niki 
‘Lauda has told .the German Press 
that he intends to drive in the Cana- 
dian GP — in a Ferrari, naturally! 
Reportedly, the Commendatore has 
told him that he can havea car when- 
ever he is ready. The Austrian is now 
out of hospital, incredibly, and is 
convalescing at home. 


@ The Austrian GP organisers were 
naturally furious at the absence of 
Ferrari from their race. Obviously 
enough, the race’s number one 
crowd-puller could not be present (he 
was still in hospital at the time), but 
the Italians come to the Osterreich- 
ring in their thousands to see the 


Vega for USA 


The Chevrolet Vega has been con- 
verted into a USAC engine. The com- 
pany who have done all the develop- 
ment are Crower Cams who have 
just announced this alternative to 
the Offenhauser engine in current 
USAC competition. - 

The engine, built around the 
Chevrolet Cosworth-Vega twin-cam 
heads, uses an all new crank, rods, 
block and crankcase. The DOHC 
motor is a flat-eight, which is 
“turbine-like in operation and is 
vibration-free”, according to H. 
Bruce Crower, president of the 
company. « 

The i a (29in wide and 26in 
long) 750bhp power plant has pro- 
duced up to 477ft/lb of torque at 
8000rpm and 390ft/lbs of 10,000rpm 
running with 70lbs of manifold 
pressure. 

Displacement of the 330lb (less 
turbo) engine is 2.63litres with the 
bore at 3}in and the stroke at 2.lins. 
The head design is a shallow pent- 
roof with four valves per cylinder. 
Mallory magnetos supply the spark 
while Crower fuel injection supplies 
the fuel. Turbocharging is achieved 
from an Ai/Research 691 turbo and 
testing has proceeded with up to 
75lbs of boost. 


Jorg Obermoserhas now completed at least three 3-litre TOJ S301 G6 cars. This is German Kurt Hild’s 
y Boeri Helmuts and currently contesting the Interserie. 


DFV Cosworth powered car sponsored b 


_ —_ 


Ferraris and, in particular, Clay 
Regazzoni. This year there was no 
Niki, no Clay, no Ferrari and no 
crowd. Empty stands were the order 
of the day. The race organisers, anti 
cipating this, tried to get the en 
trants to accept reduced prize 
money, on the grounds that they had 
a contract with the FICA to put ona 
show, which would be poorer without 
Ferrari. It is believed that Bernie & 
Co. were not impressed with this 
argument... . At all events, full prize 
money was paid. 

@ According to James Hunt, Ferrari 
made strenuous efforts to persuade: 
the organisers to cancel the race alto- 
gether! Daniele Audetto rang them, 
it seems, using the line that, with the 
local hero out of competition, it 
would be only patriotic to cancel the 
race! 

@ Temporarily retired or not, 
Ferrari are not letting the grass 
grow. Last week Clay Regazzoni was 
busy testing at Fiorano. The 312T2 
reportedly had de Dion suspension 
at both ends. Incidentally, it is also 
being said that Ferrari are at work 
ona turbocharged V6.... 


Embassy won't 
come back 


It was confirmed last Tuesday by 
Peter Dyke, Sponsored Events Man- 
ager of W.D. & H.O. Wills, that the 
Bristol-based tobacco company 
would definitely not become in- 
volved in Formula 1 racing during 
1977. 

Following the Embassy sponsor- 
ship programme built around 
Graham Hill Racing in 1973-75 
(which was curtailed as a result of 
the tragic air disaster last Novem 
ber), Wills have been reconsideri 
Formula 1 and have _ receiv 
approaches from several teams. 

Peter Dyke explained the com- 
pany’s decision in terms of the 
present economic climate and of the 
voluntary agreement which exists 
between the British tobacco m 
dustry and the government, which is 
currently restricting _ cigarette 
promotions in Britain. Wills are also 
concerned about the lack of any real 
effort on the part of the Formula 1 
Constructors Association to resolve 
the television difficulty with the 
BBC. 

In addition, Wills, who have been 
(and still are) heavily involved in 
many other sports, find the control 
of Formula 1 racing unsatisfactory, 
and especialy the financial control 
Mr Dyke cited the secrecy surround 
ing the FICA prize money structure, 
the uncertainty of cost levels for 
teams within the FICA and outside 
it, and the wide and unexplained dis- 
parities between the costs of the 
various sponsorship proposals which 
Wills have received. Generally, he 
feels that few sponsors are going to 
want to become involved in Fl if 
they are unable to see exactly what 
they are buying, especially if it is the 
teams involved who are not releasing 
this kind of information. 


@ Danny Ongais, makmng hs 
TransAm debut at Brainerd last 
Sunday, qualified his Interscope 
Porsche Turbo 4th and finished 
11th, having suffered a puncture en 
route. His sponsor, Ted Fiek. 


————— 
E Can-Am versus G6 turbos Dr Jekyll & 


Vern Schuppan, at the request of Challenging them will be a host of 
Harley Cluxton, will be reacquaint- refurbished CanAm (G7) cars, 
ing himself with one of the ex-works although they will have to run to 
Mirage-Ford GR8s at Mosport this. FIA fuel limits which will neces- 
weekend when the fifth round of the sitate a pit stop. They won’t be 
World Sports Cars series takes eligible for points either as they 
place. don’t conform to the 5-litre stock- 

It’ll be a short 200-mile sprint race block rulings for G6 cars. Jackie 
which means that only onedriverper Oliver will have his 1974 CanAm 
race is needed. Apart from _ series-winning Shadow DN4 while 
Schuppan, Alpine-Renault are George Follmer (another former 
sending two of their turbocharged CanAm champion) will drive the ex- 
A442s for Jean-Pierre Jabouille and Denny Hulme/Scooter Patrick 
Patrick Depailler while Porsche McLaren M20 now owned by Herb 
should be able to clinch the series by Kaplan. 


scoring yet another win with their It promises to bring a little life to a 
highly successful 936 turbo driven series that has been deadly dull all 
by Jacky Ickx. year. — 


Quick swop _Lines crossed 


You’ve constantly heard stories | We got our lines crossed somewhere 
about how good the American pit | last week. John Webb rang us to 
crews (particularly in NASCAR | say that there is no question of the 
racing) are at changing wheels and | Daily Mail’s pulling out as sponsors 
topping up with fuel. Well, read on ; of the Race of Champions. Indeed, he 
and digest. We think this tops the | told us, the newspaper regards the 
lot. race as second only to the Ideal A ; 

Eagle-eyed NASCAR fans in | Homes Exhibition as an important | John Watson before the Austrian GP 
Europe might be aware that in the | promotion. Our apologies to all | with the beard he has worn for the 
past two NASCAR races, both | concerned. last 8 years. Now turn to page 15 for 
500 milers at Pocono’ and Great news from Webb was that | the forfeit he’d promised if, and 
Talladega, Grand National series | the race will definitely be run for F1 when, he'd won a Grand Prix. John 
leader Cale Yarborough has | cars again. It was thought that the tells us he'll remain clean shaven 
“retired” from each event with | days of non-championship F1 races | untilafter the Dutch GP “just to see 
blown engines. Well, that’s not quite ree et but fhe a not so. Therace | who’llrecognise me.” 
true. will be held on March 20. 

At the Pocono race, his pit crew, Of his trip to the Mid-Ohio F5000 9 
led by Herb Nab, managed to change | race, Webb had quite a bit to say. Maskell S 
the entire engine in his Junior | The idea of a US versus Europe 
Johnson-prepared Holly Farms- | F5000 series had entered his head,. 
backed Chevrolet Chevelle in less | and that was the primary reason for . 
than 36mins. Pretty quick, huh? his visit. He found no lack of interest i na a 0 

Well, at the Talledega race a wee a sane but bora a 
later, the same crew had to do it it would work. The race he foun : ‘ " F 
over again. This time they installeda | extremely boring, and, as he said, dat pee et ee ee 
new motor in an astounding 20mins. | the great majority of competitive with “Trader Jeff’ Sharoe’s b Astle 
It enabled Yarborough to restart | runners in US F5000 have already at Oblton Pak on S ares 9 but 
and finish 26th overall, albeit some | raced here. Apart from Unser and will nrabably be the. ieee vee the 
40 laps in arrears of the race winner | Ongais, you have Redman, t naa: ae Bach ed the end of tha maaan 
but it was enough for him to main- | Schuppan, Pilette, Gethin etc., and after. spent foanhi t th 

a are : aber : pending a fraction of the 
tain his slender lead at the top of the | there seems little point in re-import 

; : : : , budget of most other teams. The 
championship. They say practice | ingthem as potential crowd-pullers. | \4i79 was having only its third 

kes perfect. What odds on 10mins g only 18 ae 
ae aie 0 ‘ race at Mallory, after absolutely no 
a Hawkes SWOOP | i'sires atte tad ioe 

! arrie showed that he had lost none 

of his old flair by thrashing many of 

Four works-entered Hawke DL15s | the bright young things with their 

will be run this weekend in the pen- | latest equipment, despite having a 

ultimate round of the European a sbosealy uncompetitive Ford 

Formula Ford Championship, at | engine. The car is now for sale unless 

Jyllandsringen. Drivers are Philip | someone, somewhere cares to spon 

Bullman, Derek Warwick, Tiff'| sor the talented car and driver for 
Needell and Derek Daly. the rest of the year. 


winner 


John Watson’s surprise victory in 
the Austrian GP caught most of you 
out, including Anna-Lill. . . . 
Actually, only four readers tipped 
the Irishman for the win, and John 
Rowlands of Formby, Liverpool, 
came out best on the average speed 
forecast. John reckoned the race 
would be won at 183.96mph, whereas 
Watson’s average speed was 
132.03mph. Congratulations, John, 
your magnum of Moet et Chandon 
will arrive shortly. 

And now it’s time for Zandvoort 
Last year, the Dutch GP was won by 
James Hunt’s Hesketh at 
110.48mph, but the race began in the 
wet and involved pit stops. Betteras 
a guide would be Niki Lauda’s win- 
ning average of 114.72mph in 1974. 

So who will win the Moet this 
time? Postcards to AUTOSPORT Edi- 
torial, 54-62 Regent Street, London 
WIA 2Y/J, please. 


@ Seen at the Osterreichring was 
Chuck Jones, longtime entrant of 
F5000 cars in the States. He was 
seen in conversation with several 
teams and admitted he is interested 
in joining up with an existing F1 
team as a sponsor... . 


@ Benny Parsons, winner of last 
ear’s Daytona 500 and currently 
tyin second in this season’s 
NASCAR points standings, will be 
ered or the rest of the year by 
irst National City Travelers 
Checks. 


catchpole 


- 40- YOUVE BEEN TIMING ME WITH ONE OF 
| THOSE NEW ELECTRONIC STOP WATCHES... 
WHAT WAS MY BEST 

LAP TIME ? 


Ronald Reagan shortens 
Trenton USAC race! 


Well not exactly. What happened 
was that CBS, who were trans- 
mitting live television coverage of 
the race, delayed the start of the 
Trenton Times 200 mile USAC race 
for some 25min because their 
network wanted to keep its cameras 
beamed in on Ronald Regan taking a 
bow at the Republican Party 
Convention in Kansas City. The race 
fans at Trenton booed wildly and 
because the race started late, it was 
interrupted by a rain shower near the 
end and subsequently stopped with 
17 laps of the scheduled 134 to go. 
The winner was therefore Gordon 
Johncock who, having disputed the 
early pace with A. J. Foyt in his 
Gilmore Coyote, brought his Sinmast 
Wildcat home to its second USAC 
win of the year at an average of 
135.929mph. 


Johnny Rutherford still leads. 

The Trenton track is a 1}-mile oval 
with a ‘dog leg”’ right-hand kink in 
the back straight. The circuit is. 
situated some 60 miles south-west of 
New York City and this was the 8th 


Championship | 
positions 


American NASCAR Grand National 
Championship (driver positions after 19 rounds): 
1, Cale Yarborough (Chevrolet Cheveile), 2846 
pts; 2, Benny Parsons (Chevrolet Chevelle), 2809; 
3, Richard Petty (Dodge Charger), 2766; 4, Bobby 
Allison (Mercury Cougar), 2667; 5, Lennie Pond 
(Chevrolet Chevelle), 2511; 6,Dave Marcis 
(Dodge Charger), 2492; 7, Richard Childress 
eeort Chevelle), 2353; 8, Buddy Baker (Ford 

orino), 2345: 9, David Pearson (Mercury 
Cougar), 2172; 10,Frank Warren (Dodge 
Charger), 2167 pts, etc. ‘all drivers except 
Pearson.(1 4) have contested every round. 


American IMSA Camel GT Championship (driver . 
positions after 11 rounds): 1, Al Holbert (Chevrolet 
Monza GT and Ford Mustang Cobre Il), 150 pts; 
2 Peter Gregg (BMW CSL Coupé), 135; 3, Jim: 
» Busby (Porsche Carrera RSR), 110; 4, Mike 
Keyser (Chevrolet Monza GT), 85; 5, George Dyer 
‘Porsche Carrera RSR), 84 pts, eic. 


American Bosch Gold Cup Formula Super Vee 
Championship (driver positions after 7 rounds): 
1. Bob Lazier (Lola 7324), 88 pts; 2, Tom Bagley 

&). 76; 3, Bill Henderson (Lola 1324), 53; 

Herm Johnson (Lola 1324), 48; 5, Chris 

Geason (Modus M2), 42 pts, etc. 


American Citicorp USAC Championship (driver 
‘@es@ions after 8 rounds): 1, Johnny Rutherford 
“Weleren-Offy MI16E), 2710 pts; 2, Gordon 
Sehnceck (Wildcat-Offy Mk2), 2420; 3, Al Unser 
eect VPJ4), 2040: 4, Wally 

bach (Wildcat-Offy Mk2), 1955; 5, Mike 
Wasley (Eagle-Offy), 1830: 6,Tom Sneva 
ren-Offy M16C), 1420; 7, A. J. Foyt (Coyote- 
, 1380; 8, Johnny Parsons (Eagle-Offy), 960; 

9. Pancho Carter Je-Offy), 860; 10, Mario 
Andretti (McLare , 750 pts, etc. 


round of the 13 race series currently 
led by Johnny Rutherford in his 
works Hi-Gain McLaren M16E. 

The pole squatter was, not 
surprisingly, Foyt who clocked in a 
165.797mph lap in getting there. 


Next to him was Johncock with Al . 


Unser’s Cosworth DFX-engined 
Parnelli completing the front rank. 

Johncock led the first 13 laps 
before Foyt took over. For a while 
these two looked to have the race 
between them, until gradually Foyt 
asserted control and began to ease 
clear. with the mandatory pit stops 
intervening, it allowed Unser to have 
a brief period in the lead for five laps 
in all and while this was happening, 
Foyt exited the race in a very 
uncharacteristic fashion. He had a 
shunt. 

Apparently as the Texan was 
pulling back the lost ground to 
Unser, he started to lap Bill 
Simpson’s Eagle on lap 94. The 
Coyote clipped the wall in the 
process and slithered down towards 
the pits, Foyt’s arm waved in stern 
protest at Simpson and he retired 
the car with broken suspension. 

This effectively put Johncock up 
into the lead for he overhauled Unser 
and led to the finish, beating the 
Parnelli by a comparatively large (by 
USAC standards) 1.6s_ thereby 
closing the gap between himself and 


Rutherford at the head of the 


championship. 

Third, and staying in touch with 
the leaders throughout, was Tom 
Sneva in the Penske McLaren M16C 
chased by Wally Dallenbach in the 
second Sinmast Wildcat. Mike 
Mosley and Johnny Parsons were 
next up, although a lap down, in 
their respective Eagles while 
Rutherford could only manage a 
troubled 7th. 

The next race in the series is the 
Milwaukee 200 this coming weekend. 


Shafer again 


If Vasek Polak thought that by 
splashing out over $100,000 for a 
couple of Porsche Turbos, he’d have 
it his own way in the American 
TransAm series, then the last two 
races have seen his cars soundly 
beaten. Mind you, with two rounds 
of the eight-race series remaining, it 


still looks as if Polak’s cars will win. 


the series since they’ve contested all 
the races and Carl Shafer’s second 
successive win at the Brainerd race 
last Sunday in_his 
Monza-bodied 7.5-litre Camaro has 
seen him only come good of late. But 
better late than never. 

Shafer was on the pole yet again 
from George Follmer in one of Vasek 
Polak Porsches. The Camaro 
thundered off the line and led from 
start to finish. Follmer gave chase 
and finished second again ahead of 
John Graves in his normally 
aspirated Porsche Carrera while 
Hurley Haywood, the current series 
leader, was a troubled fourth in the 
second Vasek Polak Porsche. 

However, by virtue of finishing 8th 
overall and 4th in the SCCA “club” 
specification class, a certain Jocko 
Maggiacomo keeps his champion- 
ship hopes alive driving the ex-Mark 
Donohue AMC Javelin. Shafer’s and 
Follmer’s cars, by comparison, are to 
the “FIA/IMSA” spec. 


_ The next round of the series is at" 
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Chevrolet: 


BP SUPER VISCO 
FORMULA 3 
CHAMPIONSHIP 


Thruxton 
Thruxton 


Driver 

Rupert Keegan 
Bruno Giacomelli 
Stephen South 
Mike Young 
Brett Riley 

Geoff Lees 

Boy Hayje 

Tony Dron 

Aryon Cornelson 
Conny Andersson 
lan Fiux 

Richard Hawkins 
Dick Parsons 
Tiff Needell 
Chris Barnett 
Jac Nellemann 
Bob Arnott 
Barrie Maskell 
Ken Silverstone 
Mike Tyrrell 
Pascal Witmeuer 
Gianfranco Brancatelli 


1 
2 
3 
4 
5 
7 
8 
9 
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PLAYER’S CANADIAN 
FORMULA ATLANTIC 
CHAMPIONSHIP 


Edmonton 
Westward 


Driver 

Gilles Villeneuve* 

Bill Brack 

Tom Klausler 

Bertil Roos 

Price Cobb 

Howdy Holmes 

Marty Loft 

Efliott Forbes-Robinson 
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etc : 
* 1976 champion. 


Eddie Keizan and the works built Salora Team Castrol BMW 530 


Zolder 
Thruxton 
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Brands Hatch 
Silverstone 
Oulton Park 
Brands Hatch 
Mallory Park 
Thruxton 
Thruxton 
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currently winning everything in South African saloon races. 


PHILIPS 

SOUTH AFRICAN 
FORMULA ATLANTIC 
CHAMPIONSHIP 


Killarney 
Port Elizabeth 


Welkom 


Driver 

fan Scheckter 
Roy Klomfass 
Dave Chariton 
Tony Martin 
Basil van Rooyen 
Nols Niemen 
Guy Tunmer 
John Gibb 

etc 


Roy Hesketh 


Brandkop 
Kyalami 
Kyalami 
Killarney 
Roy Hesketh 
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Bagley heads five-car train 


Supporting the TransAm race was 
the 7th round of the nine-race 
American Bosch Gold Cup Super 
Vee series and, unlike recent races, 
this was a real slipstreamer with the 
first five cars coming home all in line 
astern. 

Taking the laurels, having started 
from the pole, was Tom Bagley in his 
Kent Oils-backed Zink and, with just 
two rounds remaining, he now a 
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won the last two rounds, could only 
manage 4th place ‘“‘in the bunch” 
driving his regular Lola T324. 

Second behind Bagley was Bill 
Henderson chased by Bill Scott, 
both in Lola T324s. Completing the 
quintet was Chris Gleason’s Modus 
while Bill Alsup (also in a Modus) 
was sixth. A notable retirement was 
Herm Jonnss who, otter qualifying 

side Bagley in -Zone 

nad barengineshlie ab. . 
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Triumphant F3 racers in Austria last rick Conny Andersson (left), race 
a 


winner Gianfranco Brancatelli and Riccardo 


trese (right) celebrate. 


Brancatelli heads a 
Speedprint one-two 


The Speedprint March-Toyota 763’s 
of Gianfranco Brancatelli and Conny 
Andersson continued their recent 
scintillating form in their European 
Formula 8 travels when they domi- 
nated the preceedings both before, 
and during, the F3 race which sup- 
ooo the Austrian Grand Prix at 
sterreichring last Sunday. Quite 
simply, these two drivers were in a 
class of their own with Brancatelli 
getting the eventual honours after 
his Swedish team-mate Andersson, 
who was leading at the time, got 
badly baulked by a back-marker. 

Practice had been run in both wet 
and dry conditions which benefitted 
those eouing their best laps for near 
the very end. 

On the pole at 1m 48.96s was 
Brancatelli, the Italian a full 1.18s 
faster than Andersson who was 
next. Then, also in the 50s bracket, 
were Piercarlo Ghinzani (March- 
Toyota 763), Willi Schéch (Ralt- 
BMW RT1), Riccardo Patrese 
(Chevron-Toyota B34), Marc Surer 
(KWS Chevron-BMW _ B34) and 
Paulo Bozzetto (Modus-Toyota M1). 
Boy Hayje was next up in his Ralt, 

ough the Dutchman would un- 
doubtedly have been quicker had he 
not demolished his car in one of the 
many crashes that occurred during 
the practice periods. His team did 
well to rebuild the Ralt for the race. 

The Indy-style rolling start was a 
little chaotic with Brancatelli having 
too much of a lead and being slowed 
down by the pace car. At that 
moment, Andersson picked up pace 
to get the jump on his “mate” and 


Gianfranco Brancatelli and Conny Andersson took the flag less than 4s 
apart todominate the Austrian F3 racein their Speedprint Marches. 


led the field away up the hill and~ 
through the resculptured Hella Licht 
Curve. 

As for  Brancatelli, he got 
swallowed up by fellow Italians 
Ghinzani and Patrese, the latter 
trying F1-style skirts underneath his 
car. It took Brancatelli a lap to oust 
Ghinzani and one more to put 
Patrese back another place although 
by this stage, Andersson had: built 


.upa useful 1}s lead. 


Meanwhile Lamberto Leoni had 
tigered up through the field in his 
March-Toyota 763 to _ challenge 
Patrese for third place. Un- 
fortunately, one of his throttle slide 
return springs broke and he dropped 
back to finish 5th between Ghinzani 
and the impressive Schéch who, we 
understand, is a product of the 
Austrian Jim Russell Racing 
Drivers School. 

Up front, it looked as though 
Andersson had it in hand over his 
team-mate although on lap 13 
(unlucky for some), a few laps from 
the end, Andersson got chopped by 
an errant  back-marker and 
Brancatelli seized the initiative to 
take the lead. Andersson didn’t give 
up, however, setting the race’s 
fastest lap (1m 48.67s) on the final 
tour as he closed to within 0.4s of 
Brancatelli at the flag. 

Patrese was a lonely third, 10s 
down but comfortably clear of the 
rest. In seventh place was Austrian 
Willi Siller driving his works Modus 
while Hayje and Bertram Schafer 
(both in Ralts) were next, although 
uncharacteristically off the pace. 
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For the second week running, rain 
caused plenty of surprises in another 

ualifying round of the American 

MSA Camel GT series. The venue 
for this, the 11th round of the 16 race 
series was the Pocono International 
Raceway and the pole was taken by 
series leader Al Holbert in his 
familiar Chevrolet Monza, now 
repaired after its skirmish the week 
before at Talladega. 

Making it an all Monza front-line 
was Mike Keyser while Peter 
Gregg’s ex-works BMW CSL was 
also well on terms along with Mike 
Brockman’s Levitt/Greenwood 
Chevrolet Corvette. When the 36 lap 
race got underway, it was these 
three less Brockman who disputed 
the lead initially although Keyser 
retired after 10 laps with engine 
oe Cs It was at this stage that 
ight rain began to fall which sent 
some cars scurrying into the pits 
while others struggled on, braving 
the conditions on their slick tyres. 
All the pussy footing allowed Brad 


For their efforts 


Race heroes honoured 


rescuing Niki L 


Holbert scores another 


Frisell’s all-conquering 2}-litre class- 
winning Datsun 240Z up into the 
lead as the two leaders decided that 
discretion was the better part of 
valourand swoppedtyres. 

But Frisell’s glory didn’t last long 
because both Holbert and Gregg 
quickly overhauled him as the light 
rain turned into a drizzle, the 240Z 
crongine down to finish 6th at the 
e 


nd. 

Any thoughts Gregg may have 
had about winning his second “‘wet™ 
race in a week were dashed six laps 
from home when he spun, allowing 
Holbert to win by 10s. Third, after a 
superb drive up through the field 
having qualified 14th in another 
Datsun 240Z, was Elliott Forbes 
Robinson. He didn’t stop at all for 
wet tyres during the race which 
enabled him to win the 2}-litre class 
and beat the Porsche Carreras of Jim 
Busby and George Dyer in the 
process. As for Brockman, he 
gingerly pottered around to finish 
7th. 
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blazing Ferrari at th 


from his 


German GP. a German marshal, Arturo Merzario, Harald Ertl and Brett 
Lunger, plus Guy Edwards who was absent, were presented with gold 
medals at the Osterreichring last weekend for their bravery in saving the 


Austrian World Champion’s life. 


Raymond romps home 


Driving the John Blanckley-owned 3- 
litre Chevron-DFV: B31, Martin 


Raymond repeated his June victory . 


at Zolder by out-pacing a small 2- 
litre field in last Sunday’s ADAC 
Westfalen Trophy staged on the 
Belgian Grand Prix circuit. Stroking 
the big Chevron through a casual 18 
laps, Raymond finished 61s ahead of 
the ‘‘star” of the race, Richard 
Jenvey in Lester Ray’s Vogue BDA 
P2 which, after a troublesome run in 
early season races, has at last come 
good by winning the 2-litre section of 
the Zolder race after a close match 
with Bromsgrove driver Bob 
Marsland in his Hart-engined ex- 
works Chevron B26. 

With the cancellation of the 
Zandvoort Interserie race at the last 
moment through lack of finance, 
most of the British entries smartly 


transferred to Zolder for a non- 
championship organised by the 
German ADAC at Dortmund. 


Raymond was fastest im practice 
at Im 398s with the Chevron. but 


clearly he had a lot itt hand. Next 
came Marsland in 1m 42.5s and then 
the German driver Friedhelm 
Coenen with the short wheel based 
LBS-FVA in 1.42.9s. Dieter Munch 
was next with a very smart BMW- 


‘engined Lola T294 followed by 


Richard Jenvey ahead of the Lolas of 
Ian Bracey and Simon Phillips. 

Simon Phillips made a superb start 
from the third row to go into third 
place behind Raymond and Jenvey 
with Marsland next and followed by 
Bracey and Coenen’s fleet little LBS. 
Phillips held on for two laps but was 
then passed by Bob Marsland’s more 
powerful Hart-engined Chevron and 
team mate Bracey. 

The race then settled down into 
something of a procession with 
Raymond cruising __alon. but 
Marsland keeping his sights on 
Jenvey so that at the fmish only 3s 
separated 2nd and 3rd men. Bracey 
and Phillips were a steady 4th and 
5th, the former having lost second 
geer at half distance. 


Sensational victory for John Watson and Penske in the most exciting 
Grand Prix of the season — Nilsson (JPS) loses second place to 
Laffite (Ligier) in closing laps — Report: PETE LYONS — 


Photography: PHIPPS PHOTOGRAPHIC — Race data: ALAN PHILLIPS 


John Watson, his back to the wall of 


Penske’s motor home, rubbed his beard 
nervously. Penske’s eyes bored into his 
mercilessly. ‘‘ You betcha I’m holdin’ you to 
it. It comes off tonight!’’ Hard man, Roger 
Penske. 

Both men were trying to keep from 
laughing like idiots. Their mouths kept 
twitching into little incredulous smiles. 
Ringed about with waving notebooks and 
jostling tape recorders, Watson’s soft 
Ulster voice kept saying, ‘‘It was too easy, 
actually. I don’t really believe it. I’m not 
going to believe it until I read about it in the 
comics.” ° 

He’d just won the Austrian Grand Prix, 
his first GP and the first for Penske Racing, 
the first for Geoff Ferris’s PC4 and for First 
National City Bank too. He’d won it fair and 
square on pure speed. John’s eyes kept 
straying away up overhead, where the 
evening sun was sinking down a pure blue- 
and-golden sky. What a beautiful day it had 
turned out! 

The matter of the quality of the day 
inevitably comes into it, for the Austrian 
GP 1976 had started out looking like one of 
those days that you’d like to cancel due to 
lack of interest. It seemed to bring together 
all those things that can go wrong with 
Formula 1 racing. Niki Lauda’s absence 
seemed to take the lustre out of it, the with- 
drawal of Ferrari robbed it of its colour, the 
behind-scenes bickering about who was to 
carry the financial ‘‘bath’’ cast a cold tone 
over it, and _ (finally the weather, 
obstreperous all weekend, turned grey and 
damp an hour before the start, Half an hour 
went by as, like the fortnight before at the 
Nurburgring, teams wondered how to out- 
guess the rain. You could see people wishing 
we could all go home. 

It was, after all that, the most exciting, 
competitive race we’ve had this season! 


ENTRY & PRACTICE 


All the bad weather that should have been 


spoiling the summer in England spoilt most of the ~ 


weekend in Austria. The mountainsides there are 
lush and green, the crops healthy, the streams 
clear and full. Rain had cut into the previous 
week’s private testing, and it cut into official 
practice. Only the very first of the meeting’s 
sessions was at all dry, and that was dry only once 
initial spots of rain had evaporated in a late sun. 
That afternoon was sopping wet, and although 
the Saturday morning was partially dry, the 
times then of course idn't count, and it rained 


again in theafternoon. 
WORLD CHAMPIONSHIP ll 


AUSTRIAN GRAND PRIX 


Thus the grid was formed by the results of the 
first practice, and a strange form it took. James 
Hunt, driving his normal McLaren M23, was 
fastest as he had been in testing and took pole; 
John Watson was again (as in testing) second 
fastest. After these two the balance of 25 entrants 
found their initial tentative forays the only forays 
they were going to get. 

Hunt had been timed the week before at 1m 
34.5s, faster than Lauda’s 1975 pole of 1:34.85. 
The circuit had been very slightly altered, in that 
the inside edge of the first corner was brought in 
by two or three metres. This shortened the racing 
line a little bit, made the corner quite easily flat 
rather than fairly easily flat — alehodicah the new 
surfacing created a few vicious bumps — and 
most importantly created a bit more runoff area 
on the outside. This, the scene of Mark Donohue’s 
fatal crash last year, was now devoid of catch- 
fencing, there being ae but grass before the 
guardrail on the outside. This was now of triple 
height, and had a further height of debris fencing 
atop that. Similar railing-cum-fencing was in 
place round the outsides of several other corners. 

Hunt’s testing time was done in his familiar 
“old” M23, the new M26 having proved to be 
about half a second slower. This deficiency didn’t 
seem to be fundamental, rather it represented the 
point at which testing stopped. A problem with 
fuel pickup among other details — the M23 can 
suck its bags down to the last two or three pints, 
and they want the M26 to do the same — kept the 
new car under cover for official practice in 
Austria. As Gordon Coppuck observed, ‘‘Testing 
a new car is a little bit difficult when the old one 
happens to be going so well!” 

At the end of the first session James was down 
to 35.02, 139.155mph round the 3.6-mile circuit. 
The car had given no mechanical trouble and was 
handling well, he said. There wasn’t really time 
for it to have done anything different. 

Watson was at the same stage 0.82sec behind, 
well off the 34.6 he’d achieved in testing. There 
was nothing much wrong, which was shown by 
him being easily second best, but here too there 
was never another opportunity to prove it. Roger 
Penske, on the scene here during practice as he 
has been of late, took pains to remark on how 
good he believed his little F1 team was; if there 
had apparently been a touch of “finger trouble” 
the week before, there was no hint of it this time 
out and, after their promising test session, every- 
body looked and acted on form. “One of the things 
we're doing is not changing the car around all the 
time, we’re just staying with it. I think we’re 
looking pretty good — what do you think?” 

Third best as a result of that one-and-only dr 
session was Ronnie Peterson, the other Citibank 
car exactly half a second back without benefit of 
pre-testing. It was a brand new March 761 he was 
using, and he had in addition another, identical 
car as spare — ‘Really, a spare car, I can’t believe 
it, I can hardly remember what to do with a spare 
car!” Just how serious was his determination 
under the lighthearted surface banter emerges 
when it is realized that his third-best time was the 
result of but seven flying laps out of a session 
delayed both beginning and end by a baulky 
engine, and by handling that was still so unsorted 
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that he wasn’t yet taking the first corner flat. 

It also adds a bit of understanding of “what it’s 
like out there” to watch him visiting Team Lotus 
to see if he might borrow one of their smaller- 
diameter steering wheels to speed up his steering 
— this on what is just about F1 racing’s fastest 
circuit. ... 

The rest of the grid order was quite closely 
bunched up behind Peterson. Fellow Swede 
Gunnar Nilsson, who had been on the scene 
during the test week although “he only did about 
five laps because Andretti didn’t want to get out 
of the car” was a close fourth on the grid with his 
JPS12. It now was fitted with the adjustable rear 
antiroll bar system, and benefitted from the test 
in not carrying so much wing angle as had been 
previous Lotus practice. Transmission mods had 
apparently cured the failures in that area, too. 

Meanwhile Andretti, who had gone about 36.1 
in the test, was slower than his team-mate. Some- 
thing peculiar seemed to be wrong with JPS14, 
for it was wearing away one of its side-skirts in a 
way contrary to prediction. As Peter Warr 
explained, ‘“‘This car came here directly from the 
wae without going back to the factory for its 
overhaul, and when it was screwed back together 
all the tolerances of all the various bits and pieces 
just happened to come out on one end of the 
spectrum, as it were, and it’s... well, it’s on the 
piss.” Mario used the original ‘‘11” while this was 
put right, testing at the same time a mod 


- involving extra water coolers put into the sides of 


the regular Bove. At that stage, everyone was a 
little worried about overheating in the notorious 
sauna bath of the Styrian mountains in August. 
Ha Ha. 

Jacques Laffite with the Gitanes Ligier-Matra 
was fifth on the grid, a very worthwhile perform- 
ance Santa again from the he — He was 
oO very closely through by Tom Pryce 
whose “Tabatip” Shadow was going remarkably 


well for a change. ‘‘Oh, it feels really good, like it 
does at Silverstone. It seems to like smooth, fast 
circuits.” On short wheelbase this time, the DN5 
was also using an older pattern rear wing for less 
drag. Team-mate J. P. Jarier, who had braking 
troubles that one-and-only session so was far back 
on the grid, nevertheless enthused about the 
handling too. “It’s fantastic — it’s’s the first time 
it’s been good since Spain.”’ 

Shadow top man Don Nichols, like Penske, 
seemed in Austria to be feeling a similar sort of 

jet pride in his team’s current performance in 
the face of difficulties, and indicated that he had a 
feeling a corner had been turned. 

With this bunch, a quarter of a second behind 
his team-mate, likewise with a new March, was 
Vittorio Brambilla, who managed this time to get 
through an entire practice without a shunt. Hans 
Stuck was a further 16 hundredths behind. Like 
the Shadows, the Marches were all on short wheel- 
base for this circuit. 

Just behind the Beta car was the Martini 
Brabham-Alfa of Carlos Pace, this one fitted with 
the experimental braking system raced to sixth 


place by Rolf Stommelen the fortnight before. 
Contr: to the way it was reported then, the 
brakes have nothing to do with Ferodo and are 


imstead an experiment being quietly conducted 
by Dunlops, who are responsible for the Concorde 
braking system. The rings of pads which form the 
disc friction surface are apparently made of 
carbon fibre. 

The other driver to join this cluster in the 36- 
second bracket was Jody Scheckter, whose EIf- 
Tyrrell was rather puzzlingly not as quick as it 
ought to have been. There was a brand new 34, 
chassis 4, virtually the same as the older ones 
except that Derek Gardner was once again tryin 
2 front-mounted oil cooler. The new car was 
when is metermg unk gave trouble. The Tyrrelis 


were using an interesting airbox design, being one 
of an older “high-rise” pattern cut down to the 
new regs and without anv scoop, so that it was in 
effect nothing but a device to encourage air to 


‘flow smoothly round to the back wing, while the 


engine drew from the flow over the top of the 
cockpit. 

Patrick Depailler ‘“‘was trying things” during 
the first session, and the only time he had a 
chance to show speed was during the soaking 
Friday afternoon hour. But nine drivers braved 
the conditions then (Hunt went out, but recorded 
no complete flying laps) and Patrick was the 

uickest of them, at 1m 56.24s, 0.36sec better 
than 1975’s “rainmaster” Brambilla. About the 


six-wheeler’s handling in the wet, he said that 


certain little mods to the front suspension had 
made it behavejust like a normal car. 

Never able to show any speed were several 
people. Jochen Mass was unhappy about his 
M23’s handling, and when he tried the T-car 
became unhappy about his engine as well, so it 
was changed for him. Alan Jones and Brett 
Lunger were two-hundredths of a second apart, 
making up the eighth row; Alan’s was a brand 
new Durex Surtees TS19, while both his and 
Brett’s were now fitted with the new nose shape 
seen in practice at the Ring. Both drivers con- 
tinued to say the car’s handling was improving by 
the week. That’s what Emerson Fittipaldi said 
about his Copersucar as well, a recent test at 
Silverstone having resulted in some important 
suspension settings. 

Hans Binder’s debut in F1 was going quite well 
enough to please Mo Nunn, who said, ‘‘He’s able 
to tell me things, what revs it’s doing at certain 
pieces and so on. Seems a solid, steady sort of 

loke."’ The new Ensign man was a bit quicker 
than fellow Austrian Harald Ertl who was using 
ee sen ee ae this time, 

finding it wasn't handling too well m the first 


All-British front row: away from the flag last 
Sunday, John Watson’s Penske gets the drop on 
James Hunt’s McLaren. Four abreast behind are 


Pryce, Nilsson, Peterson and Laffite. 


session: “It doesn’t turn in, and then it turns in 
too much... .’’ Arturo Merzario was plagued with 
misfires all weekend; they would be cured only to 
appear again, and curing them the next time in- 
volved changing more bits, until the morning 
before the race the only thing left to change was 
the complete engine. 

All the 25 drivers who practised were able to 
start, including the two RAM drivers who were 
nominally outside the 10 per cent rule. Unable to 
record any time at all during the first session was 
Loris Kessel, back with the team as a result of the 
legal actions taken at the last race; his car, 
released from confinement late in the week, was 
late to the circuit after being involved in a road 
shunt which put two of John MacDonald’s men — 
one of them his brother — in hospital for a night. 


The Swiss driver finally did his grid time in the 


wet last session, when he was fifth best. 

There were two more drivers entered and on 
hand, both with ex-works F1 cars. Karl 
Oppitzhauser had a March 761, and Otto 
Stuppacher a Tyrrell 007, but both were dis- 
appointed in their would-be F1 debut by their 
fellow drivers, not all of whom signed a “signa- 
ture-action” which would have let them i 
cipate. (No it wouldn't have, said a CSI official, he 
would have refused them permission anyway due 
to their eral inexperience.) Neither car turned 
a wheel all the weekend. 

The final practice began wet, but the sun shone 
out about halfway through The track began 
steaming, and the line became drier rapidly. Had 

> 
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Early in the race, the victorious Citibank Penske heads Peterson’s Citibank March, Hunt's McLaren and Nilsson’s JPS. 
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the session been extended another 15 minutes, 
said one driver, it would have been dry all round 
the circuit and times would obviously have 
tumbled abruptly. But the schedule was adhered 
to, and the best time then remained Peterson’s 1m 
54.5s, which was a quarter of a second quicker 
than Depailler. Both were vastly quicker than 
everybody else. 


RACE : 


The first time the Austrain GP began to feel like a 
GP was the morning of the race. The sun had 
broken through a haze and the day promised to be 
hot and humid. During their alloted 20 mins of 
warmup, ending at 1lam, the contestants worked 

themselves up to a fever to match the weather, 
and bystanders had to jump quick to stay out of 
the way in the pits. Two days of frustration 
looked like being burned away on one blaze of dry- 
weather speed. The quickest men, according to 
the teams involved, were Watson (36.8) and 
Andretti (37.2), with Hunt third at 37.7. 

Then, an hour later, it looked like going dull 
again. A big black cloud swept over the mountain- 
side circuit, and seemed to sit down. Rain showers 
could be seen on all sides, and with 25 minutes to 

before scheduled starting time at 2pm the first 

oplets of rain were felt at the pits. There ensued 
a predictable hour of waffling, with people 
debating the subject and the course Porsche 
going out to inspect the far corners every few 
minutes. The problem was that, with blue sky 
showing beyond the rain in several directions 
nobody could feel confident: of predicting a wet 
race or a dry race. ' 

At 2.30 the die was cast. The sky seemed dry 
and the track was merely damp, and everybody 
fired up their engines with slicks fitted. Half an 
hour since the warmup lap, they rolled forward 
from the dummy grid. Hunt’s dayglow-red 
McLaren was on the left, outside position. 

For once James made a reasonable start, and 
be and Watson hauled away from everyone else 
ediately; the two paced each other perfectly 
were side-by-side up the hill and into the first 
er, where the Penske eased into its first ever 
tead. Behind, the next two grid rows merged into 
@ single line of cars four abreast at the same point. 
All this was with a very faint haze of water from 
the shiny tyres, and with, just at this moment, a 
few more spots of rain falling down. Maybe this 
was going to bea pretty frantic race! 

Up at the long top straight it was still Watson 
leading, and the second First National car was 

gotten by Hunt. Nilsson 


was fourth, these four now establishing them- 


‘selves as a nose-to-tail group. Next was a much 


longer, even tighter group, lead b: ce from 
Laffite, Pace, Scheckter, Andretti, Mass, 
Brambilla; Stuck and Depailler, and ease he 
others, It was a little hard to separate them all, 
and became immediately harder because of the 
thin spray of water beginning torise up. 
Before the race, the officials had agreed that 
should any spray appear behind. the cars 
anywhere on the track the race would be stopped 
immediately. Now they could see on their tele- 
vision monitors that there was indeed spray. 
There was a move to shake out flags. ‘“But we 


coonyresr 


decided to wait,” said driver’s secretary Robert 
Langford. ‘‘All right, we went against our agree- 
ment, we waited for two laps to see what would 
happen, but I think we made the right decision.” 

n fact the rain began to ease as rapidly as it 


had started. Within a couple of laps the spray 


dwindled, the cars stopped floating across the 
road, and therace carried on unabated. — 

And what a race! The two days of frustration 
was really coming out now, nobody was giving 
any quarter at all, no feet were lifting. Halfway 
round the second me Brambilla had his shunt, a 
mild spin actually that put him sideways across 
the road out of the second left-hander at the 


Above: For John Watson, it was a day when everything wentright. Below: Mario Andretti drove his JPS 
beautifully, moving up from a low grid slot to fifth place. an 


e John Player Special 
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Conditions at the start were spooky. Though the flat-out Hella Licht Curve go Peterson, Watson, Scheckter, Nilsson and the rest. ‘ 


Texaco curve. Stopped there, he was gion by 
Depailler, who couldn’t get his six-wheeler far 
enough to the inside. The orange March nose went 
ae Patrick carried on without pause, his only 
visible damage a ding in his right front nosepiece. 
Vittorio carried on too, not going into the pits so 
that for many laps his car tore by at the back of 
the race looking naked. 

On the fourth lap Peterson came round the 
Jochen Rindt curve in front of the pits better than 
Watson and took the lead on. speed: going up the 
hill. Citibank March began to pull out a little on 
Citibank Penske, everybody still fishtailing and 
spraying water. Watson said later he wasn’t too 


concerned about Ronnie getting away, he thought 
conditions were changing and he’d still have an 
edge when they settled. Right up tight behind him 
were stil- Hunt and Nilsson, and he wasn’t too 
bothered by them either, but a man who did 
concern him was Scheckter. For Jody, starting 
tenth, was fifth now, and on the beginning of the 
sixth lap he passed Nilsson for fourth, and at the 
end of that passed Hunt for third. On the seventh 
lap he passed Watson, and rapidly overhauled 
Peterson: On the tenth lap Jody actually got by 
Ronnie in the Rindt curve, but went side enough 
doing it to lose the lead again by the official line. 
Who led who looked pretty academic at that 


instant, because Watson was with them too, and 
going up the hill they came up to lap a struggling 
Jarier and all four were solidly abreast of each 
other as they went over the crest. John, inside 
man at that point, said it was his most exciting 
moment of the whole weekend. 

Next lap it was Peterson, Watson, Nilsson and 
Scheckter again. Hunt was just a trace back, 


‘holding fifth from Laffite now and Mass, who had 


been charging up nicely in the wet. Then it was 
Andretti and Stuck, Pace and Depailler. The sun 
now broke out on the highest slopes above, kind- 
ling the tents there into incandescent yellows and - 


Left A proud John Watson at the end of a superb drive. Right’ Gunnar Nilsson on the limit with the JPS. Laffite’s Ligier-Matra (behind) got by for second 
place nine laps from home. = 
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reds. Within minutes the entire landscape was 
brilliant, rain-wahwed green and the sun was 
shining out strong and hot. 

Watson went by Peterson, back into his lead, 
and very abruptly pulled away. In two laps he’d 
gained 2} seconds. 

The next thing that happened was that 
Scheckter crashed. At the top of the hill, going 
into the flat first corner, he apparently had a 
breakage of a front wishbone. It was the middle 
axle, right-hand side, outboard end of the lower 
wishbone, and it made the Tyrrell turn abruptly 
sharp right into the corner. There was a lot of 

ergy to lose, and the blue car lost it hard, 
Bncng off barriers on both sides of the track 
and crumpling up heavily. The road was showered 
with mud and debris, in the midst of which Hunt 
and Laffite shot like motocross riders; they both 
emerged plastered brown, and the McLaren had a 
ding on the underside of its left front nose fin 
which knocked it to a lower angle of incidence. 


Alan Jones’s DFV cut dead and the Surtees went out of 


Jody Scheckter’s Tyrrell leads Hunt’s McLaren. The South African crashed at this point later in the race. gai 


Jody was out quickly and able to walk back, and 
it wasn’t until a while later that anyone noticed 
he’d been cut on one leg. 

The excitement stabilized the Watson-Peterson 
gap. but presently it began to grow again. Soon 
Nilsson, hard after his countryman, had enough 
of following and passed out of the double left- 
hander to take second place away. He didn’t leave 
Peterson behind smartly, but he did manage to 
take a small bit of time off of Watson for a couple 
of laps until the Penske driver was signalled what 
was happening and stepped up again. The PC4 
running perfectly, tuned to dry-weather settings, 
he was able to control therace from his pit board. 


Brambilla finally accepted the inevitable fact _ 


that it was not going to rain and force everyone to 
stop, so he stopped by himself to have a new nose- 
piece fitted. 

An assessment of the race at half distance, 27 
laps, would have revealed this: Watson was 
7.1secs ahead of Nilsson, who was now 5.3secs 
ahead of Peterson. Laffite had gone by Hunt into: 
fourth, although James was following closely his 
closing of the gap to Ronnie. Some way behind 
were Mass and Andretti, Mario having beenclosing 


control, finishing up like this. 
- ae re 


up strongly. Pace was losing ground behind. 

On the startline, Reutemann went out of it 
because his clutch — apparently overheated by a 

ractice start earlier in the day — slipped use- 

essly. That had boxed in Lunger, who had had to 

stop and wait for the Brabham to roll on ahead 
before he could turn out and go by at the tail of 
the field. Pryce, his promising beginning fading 
away with brakes gone useless, stopped to have 
them bled but retired when it failed to cure the 
problem. Merzario, running pretty much alone, 
fell off the drying line on the 18th lap and shunted 
his nosepiece on the damp verge. On the 25th lap 
Depailler’s Tyrrell had an identical failure to 
Scheckter’s involving the same, supposedly 
lightly loaded wishbone, and because he was able 
to stop without damage it provided the clue to 
explain Scheckter’s crash. (It was not considered 
possible that his earlier glancing blow with 
Brambilla’s nosecone could have contributed to 
the failure). Stuck, who had been running quite 
well, went out with fuel pump failure. . 

In heavy traffic Laffite overtook Peterson, but 
Ronnie got it back again immediately running 
side by side with the Ligier all round Texaco. 
Next time round both Laffite and Hunt went by 
him, and this time he stayed behind, but not by 
much, for he would not give up. He’d been suffer- 
ing from brake pad knock back, pumping the 
pedal up for every corner ever since the beginning 
of the race. | 

‘Jones had his engine cut dead at the crest of the 
“spring-hill” behind the paddock, and the Surtees 
snapped first one way, then the other on its way 
off the road, down a slope, and into a set of new 
catch fencing just installed for the race. The 
impact crumpled the brand new tub to probable 
write-off proportions. ; 

Pace suddenly had his brake pedal go to the 
floor, and the Brabham was smashed badly 
against the barriers at Glatz. But that was no- 
thing compared to what happened there three 
laps later. 

Fittipaldi, just driving round unhappily with 
the engine “ridiculous” (although he said the 
handling of the Copersucar was all right), went 
into the left-hand kink at the end of the top 
straight, just before the descending right-hand 
loop that is Bosch, aware that Brambilla was on 
his tail and gaining. Although on the previous lap 
he’d stayed to the left through the exit of the 
kink, the normal line into the right-hander, and 
Brambilla had been close enough to see him do it, 
this time he went to the right and simultaneously 

ave a hand signal to let the other know he could 
eee the fast line. Unfortunately this comaded 
with Brambilla’s own decision to go round the 
right side, and Vittorio was acting on & 2s he 
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Ronnie's March comes under pressure from the Ligier-Matra, while Hunt struggles with the M23. 
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realized Emerson was going the same way. March 
front wheél rammed Copersucar rear, sending the 
Brazilian machine into a long loop to destruction 
against the barrier on the left. Emerson, shaking 
with a mixture of rage and terror an hour after- 
ward, said it was only because the car chanced to 
go in tail first that he got out without any harm at 
a. 

How Brambilla escaped serious harm at the 
hands of Wilson Fittipaldi is one of the wonders of 
modern Flracing! ._—. 

That was ten laps from the end, and normal 
races have wound down by now, but Nilsson, his 
oil pressure sagging, was sagging back into the 
hands of Laffite. Jacques got by, and Hunt, a 
resurgent Hunt who was being credited with a 
fastest lap despite bent fins on both sides now — 
he’d zigged when Ertl zagged as the whole cluster 
overwhelmed him — was trying his damnedest to 


get another point as well. The three of them were 
in one cluster in the last few laps. At the same 
time Andretti had finished his long, fierce haul up 
from his bad grid place (some people thought it 
was he who set BTD) and overtook Peterson. It all 
had turned into quite the best GP of the year. 

Binder stop a good, workmanlike run, with 
Ertl in sight ahead the whole way, because the 
Ensign’s throttle cable broke. The last thing that 
happened was that on the last lap poor Lunger, 
running well from the tail of the pack, had all the 
brake fluid blow out of a caliper seal and he went 
head on into the fences, fortunately not very 
heavily. | 

No, it wasn’t quite the last pep after all. 
Having taken the chequered flag in the middle of 
the Laffite-Hunt sandwich, Nilsson’s engine blew 
up with a bang on the slowing down lap. Hunt 
stopped and gave him a lift back to the pits. 

ven drivers were on the winner’s lap at the 


‘end, Mass, whose handling had been unsatis- 


factory in the dry, the one out of the points. Ertl 
finished a worthy eighth before his home public — 
what there was of it — while Pescarolo was a 


Hans Binder had a competent first F1 outing in the Ensign N176 left). The price of victory is high: Watson smiles bravely after lo 


lonely ninth another lap. back, but expressed his 
happiness at finally finishing a race: “Now we 
have something to build on,’ he told Bobby 


Sparshot. Alessandro Pesenti-Rossi came home 


undramatically to finish his second GP, as did 
Lella Lombardi; Kessel, too, was running at the 
finish, although too far back to be classified. His 
not very worthwhile weekend was further delayed 
by 2 long stop to replace a petrol union that had 
split. 

Their faces glazed with the suddenness of 
winning their first GP, the Penske team knew 
that they’d won it, not lucked into it. Hard work, 
long Gears) mune a tragedy on this very 
circuit, had come to something in the end. As 
Roger Penske joked — but he sounded like he 
meant it — about Watson’s contractural obliga- 
tion to shave off his beard,. he softened it with a 
guarantee of his own. “John,” he promised, “‘if 
you win a race again this year, I’m going to growa 
beard and I’ll keep it on until Christmas!” 

The way the Citibank car went in Austria, it is 
not beyond possibility that “The Captain” might 
havea new public image for the holidays.... OO 


sing his beard (righ. 
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Osterreichring, Austria: The 1976 Austnan 

Grand Prix won't go down in my book as one of 

the most successful races of the century. But I 
ess every team has a bad one once in a while — 
’s hope it’s our last this year. 

Practice — or lack of it — was our first problem. 
We were one of the few teams not to get any early 
testing in, because the spare car that we had 
planned to use for it wasn’t ready. And when we 
settled down to the first practice session, it 
showed up in the form of the two whole seconds 
that we were behind James Hunt. 

In all, we got just 1} hours timed practice, and 
that was mainly in the first session because the 
second one was ruined by the rain. We tried all 


sorts of different suspension and wing settings, ~ 


but didn’t seem to be making much progress. 

I should explain that the Osterreichring is a 
very, very, fast circuit — in fact I think it’s the 
fastest we race on this year — and this also gave 
us trouble with widely varying temperatures on 
our six tyres. It’s not an be problem, but 
we don’t have the answer yet. 

So when we lined up on the grid, Scheckter, 
Depailler and Elf Team Tyrrell could quite safely 
be regarded as unknown quantities! Patrick and I 
were well down the grid, anyway, and had wing 
settings that we’d never tried before! 

Just to make life interesting, it was_ still 
drizzling slightly come official start time. So we 
had to wait for 20 minutes or so in the hope that it 


would clear up. It did, a little, and the organisers | 


eventually declared it a ‘‘dry” race and started us. 

Unfortunately no-one had told the first corner it 
was “dry”, and as the extra warm-up lap we'd 
been promised seemed to have been forgotten, we 
all came howling round the very fast right-hander 
to find it about as dry as the Amazon rain-forest 


at monsoon time! Spray everywhere, armfulls of ‘~ 


opposite lock, cars slithering about. Miraculously, 
we all got through without any serious collisions, 
pepough there may have been a touch here and 
there. 

I found myself about eighth after that first lap. 
There were still damp patches on some of the 
corners, but the six-wheeler seemed to be finding 
a little adhesion here and there that the others 
were lacking and we really got going quite well. 
By the seventh lap I had managed to pass James 
Hunt, Guanar Nilsson, John Watson and a few 
others, and had just Ronnie Peterson in front of 
me. James was taking it a bit steady, and I 
remember thinking ‘‘This’ll wake him up a bit” as 
I went past! 

A couple more laps and I got past Ronnie too, 
but not for long. I came round one of the corners 


8 owly, and I Was 


find Tom Pryce in the Shadow going a bit 


Gunnar and John to nip by again. It was about 
then that John got the lead, and he didn’t let go of 
it till the end. The track was just about com- 
pletely dried out by this time, and the six-wheeler 
didn’t feel quite so good as it had done when it 
was slightly damp. 

Anyway, about three laps later I was chasing 
these three down the main straight and up the hill 
into the 160mph right-hander where Mark 
Donohue had his fatal accident last year. Sud- 
denly, something in the suspension gave and the 
car turned sharp right into the guardrail. The 
nose dug in, the back swung round, and I spun 
right across the track into the other guardrail, 
where the whole operation came to a grinding 
halt. No serious damage to J. Scheckter — just a 
hole in my leg where a bolt in the bodywork cut 


ulked just enough for Ronnie,” 


into it — but I’m afraid I shall need a new car for 
the Dutch Grand Prix. I shali have a few routme 
fa & and tetanus jabs, but don’t anticipate any 
trouble. 

A few laps later my team-mate Patrick 
Depailler in the other six-wheeler went out with a 
similar suspension failure. We think it’s a 
vibration problem — but watch this space. Poor 
Patrick hadn’t had a happy race at all — his car 
hadn’t been handling too well, maybe as a result 
of a scrape with Brambilla right at the start. 

And speaking of Brambilla, that wasn’t our 
Italian friend’s only problem — he also had a 
mighty coming-together with Emerson Fittipaldi 
in the Copersucar. Both cars went off at 
extremely high speed, and I understand the 
Copersucar at least is a basket case. It seems 
Brambilla ran into the back of Fittipaldi, shunted 
him off the track, and came to rest himself about a 
hundred yards further on. The commentator 
announced, “And there’s Fittipaldi helpin 
Brambilla out of his car after the accident.’’ Wo 
in the pits afterwards was that the “help’’ con- 
sisted of a couple of fists and a few well chosen 
words in Portuguese! 

So that’s another one to Brambilla. It’s a shame 
that a nice guy like Vittorio is capable of making 
such incredibly stupid mistakes from timé to time. 
He’s a pleasant, innocent-seeming, Italian farm- 
boy type, and we all get on well with him. When 
he’s fast, he’s very fast, but if ever anyone was 
accident-prone.... 

Watson went storming on to win. and Jacques 
Laffite worked the Ligier-Matra up to snatch 
second from Gunnar right near the end. James 
made fourth, Andretticame up to grab fifth in the 
bed JPS, and Ronnie faded away to come in 
sixth. 

So its a first GP wi for Ireland! Just wait for 
the Irish racing driver jokes! The funny thing is 
that John promised his boss Roger Penske when 
he signed for the team that if he ever won a Grand 
Prix in the car, he’d shave his beard off. We're 
all looking forward to seeing “Smoothiechops” 
Watson in Holland! John tells me that the beard 
saga will continue, because if he wins another GP 
this year the deal is that Penske has to start 
growing one! 

Being serious to finish, there couldn’t have been 
a more popular winner. John’s been knocking on 


the door for several years now, and suddenly 


everything came right for him. He’s a quiet, un- 
assuming guy, but now he’s had a taste of victory 
I reckon there'll be no holding him. 

Now, I wonder if I can persuade Ken Tyrrell to 
shave his head if I win the Dutch Grand Prix! O 


Patrick Depailler passes the remains of his team-mate’s Tyrrell — Depailler was soon to join AUTOSPORTS columnist in the pits after suffering a similar 


suspension failure. 


a 


Mintex earlier this year. 


Watching him through stages like Minard can be worth an entire year’s spectating — Roger Clark in full cryo 
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RAC and Castrol men head for Argyll 


With international status in the 
offing next year, the Burmah Rally 
is upon us once again this weekend 
— midges, rain(?), McColls, and all. 
Every year, this rally is looked 
forward te by competitors and spec- 
tators alike, despite the physical im- 
positions, for the Burmah still 
possesses that essential character of 
its own as the years go by, and the 
Argyll area provides a most exciting 
and exacting terrain over which to 
conduct a stage rally. Under the 
steadfast organisation of Ian Muir 
and the Lanarkshire Car Club the 
event has consistently risen in 


Stratos delays 


The Burmah entry is no more (or 
less) than what was expected. A dis- 
appointment, however, is the with- 
drawal of the Stratos from the list. 
Graham Warner told’ us recently 
that ‘‘despite desperate efforts” the 
team would not be able to go. The 
‘old nail’ procured from Africa has 
turned out to be even more rusty 
than anticipated, necessitating a 


complete amputation of the front 


half of the chassis which has been 
thrown away and replaced by a Chas 
Beattie-designed unit (a similar job 
was completed after Pond’s accident 
on the Cheltenham Festival). Appar- 
ently the spares situation is no 
better than before but the team are 
now concentrating on internal fabri- 
cation of parts, making themselves 
as independent of the factory as pos- 
sible. Racing Services are preparing 
the V6 as usual but a spare crank- 
shaft has had to be made up — a 
lengthy and highly skilled exercise. 

Work, however, continues apace and 
the Burmah setback is probably a 
blessing for Per Inge Walfridsson at 
least whose schedule, with practise 
for the 1000 Lakes in full swing, was 
looking decidedly crowded. John 
Jensen has stood down from the 
team after his horrific experience on 
the Welsh, and there is no doubt that 
Be is on the tall side for such a car 
Gis doctor told him that he was 
within an ace of breaking his neck as 
= result of the accident) so Martin 
Holmes will be co-driving in the car 
for the Manx (Walfridsson) and the 
RAC when Per will again be driving. 
When the Stratos does appear (the 
date set seems almost certain to be 
the Ulster Rally (the only question 
following Ford’s release of Billy 
Coleman is over the readiness of the 


status despite the odd controversy 
or two, and now the club are poised 
to go international in ’77. They have 
all the stages ready to the north- 
west around Oban; but for this year, 
with the addition of a new four-mile 
test in Minard, the rally is being run 
along similar lines to previous years. 

Based in Dunoon as usual, the 
event starts at 00.01 on Saturday 
morning from the Esplanade and will 
finish there at 12.00 the same day. 
There are 17 stages in total which 
amount to about 85 miles within a 
total mileage of about 260. Compre- 
hensive stage information is printed 


car itself) it will almost certainly be 
fitted with the four pot caliper Lock- 
heed brakes (which will demand 
specially fabricated uprights) which 
the team have been sitting on ex- 
pectedly for such a long time. 
Leyland’s two TR7s_ will be 
making a return to competition. A 
finish will be of the utmost import- 


ance to them as they will no doubt be 


Top entries - 


1, Roger Clark/Jim Porter Escort RS1 800 
2, Chas. Samson/Alec Samson Escort RS1800 
3, Russell Brokes/Ron Crellin Escort RS1800 
4, Ari Vatenen/ Peter Bryant Escort RS1800 
5. Andy Dawson/Clive Richardson _—Datsun Violet 

6, Billy Coleman/Dan O'Sullivan Escort RS1800 
7, Andrew Cowan/Hugh McNeill Colt Lancer 

8, Tony Pond/Dave Richards Triumph TR7- 

9, Will Sparrow / Nigel Raebum Vauxhall Magnum 


10, Chris Sclater/Paui White Chrysier Avenger 


11, Brian Culcheth/Johnstone Syer = Triumph R7 
12, Tony Fowkes/Bryan Harris Escort RS1800 - 
13, Tony Drummond/ Phil Short Escort RS1800 
14, Paul Faulkner /Monty Peters Escort RS1 800 


Escort RS1800 
Chrysler Avenger GT 
Ford Escort 


15, Donald Heggie/ George Dean 

16, Robin Eye-Maunsell /Neil Wilson 
17, Drew Gallacher /David McHarg 
18, Nigel Rockey/Derek Tucker Escort RS1800 
21, George Hill /Peter Valentine Vauxhall Magnum 
22, David Thompson/David Greenwood Escort RS1 800 


23, Mumay Grierson/Roger Anderson Ford Escort 

24, Jimmy McRae/ David Brown Vauxhall Magnum 
25, Bill Taylor/tan Maclver Escort RSI 800° 
26, David Stokes/ Bill Andrews Ford Escort 

27, Malcolm Wilson/ John Davies Ford Escort 

28, Allan Ameil/lan Buttery Ford Escort 

29, Paul Appleby/Keith O'Dell Triumph Dolomite Sprint 
31, Laurie Richards/John Tew Escort RS1800 
32, Richard lliffe/Tony McMahon Ford Escort 

33, lan Wilson/Charlie Young Opel Kadett GT/E 
34, Henry Inumieta/ Martin Whale Ford’ RS2000 


35, Pat Ryan/ Mike Nicholson Triumph Dolomite Sprint 


36, Ronnie McCartney/Derek Smyth Ford RS2000 


37, Russell Close/Terry Thorp Escort RS1 800 
38. Bernard Banning/Rob Parrott Chrysler Avenger GT 
39, Alistair Brearley/Roger Tumbull Ford Escort 
40, Arthur Jasper /George Sangster Ford Escort 

_ 42, Mike Jackson/Steve Howard Ford Escort GT 
43, Dominic Buckley/ Walter Duiguid Ford Escort 
44, Robin Farrington / Tony Francis Ford Escort 
45, David Hardcastle/Kathy Russek Ford Capri 3000 GT 
46, Gavin Waugh/Peter Handy Chrysler Avenger GT 
47, Graham Lepley/Malcolm Harvey Ford RS2000 
48. Terry Kaby/Brian Rainbow Triumph Dolomite Sprint 
49. Hamilton Hannah/William Weir —_ Escort RS1 800 
50. Mike Rawson /Chris Gray Ope! Kadett 


below so there remains little to add 
except to warn of the dangers in- 
herent in a casual visit to relax 


‘ quietly in McColls on Saturday 


evening where the inevitable cyclo- 
nic party will be drumming through 
the old building. Our spies tell us 
that alcohol may be dispensed to 
party leaders! 

Ford will as usual have their two 
works cars for Clark and Vatanen; 
but unfortunately Graham Elsmore 


has had to postpone his RS1800. 


debut again as his car is still without 
either an engine or a back axle. He 
hopes to make the Lakeland Stages, 
however. 


subjected to the most intense public 
and press scrutiny. The cars have 
been extensively tested and modified 
since the abortive Scottish showing 
... principal departures occur in the 
rear suspension where the four links 
are now parallel and an additional 
Panhard Rod does the job of locating 
the axle. Both cars are now using 
Don Moore-built engines. Pre-event 
testing has apparently been very 
satisfactory ... but then so too was 
it before the previous events entered. 
Brian Culcheth’s car will be using a 
five speed SDI transmission with 
close ratio gears at last; while Tony 
Pond, preferring the obvious reli- 
ability of the four speed/overdrive 
unit, has specified the latter until the 
five spee 
worth in competition. _ 

Andy Dawson is now in the posses- 
sion of Harry Kallstrom’s Acropolis- 
winning car and he expects to be 
using this for the Castrol ’76, the 
latter being the only future event he 
will be doing in a Datsun this year 
besides the Lombard RAC. From 
what we hear, the Glovers budget is 
now almost at an end, so Andy will 
be looking for alternative transport 
on the Manx and the Lindisfarne. 
This weekend the Sanyo Datsun will 
be using the lesser of the two engine 
types — that is to say, the less 
powerful of the two, as the demon 
unit, which was shipped back to 
Japan following the failure on the 


* Donegal Rally has still to be re- 


turned. Dawson expects to have this 
engine for the RAC. Meanwhile 
Glovers will be re-preparing the 
Kallstrom car from the Castrol ’76. 
At present it does not have balanced 
brakes and must be re-sprayed in 
Sanyo colours. The Burmah Datsun 
does, however, have its quick 
steering box and close ratio gears 
installed. 


gearbox has proved its 


Castrol 
AUTOSPORT 


RALLY CHAMPIONSHIP 1976 


Pat Ryan will be using the ex-Tony 
Pond Texaco Tour of Britain Dolo- 
mite for the first time on the Burmah 


- and he will subsequently be using 


this car for the remainder of the 
year. Although the car has the same 
registration as his Scottish car — the 
similarity ends there, for the pre- 
vious Dolomite was almost split in * 
half after the yumps of the Glen 
Kinglas stage. Pat will be doing the 
Burmah with Mike Nicholson as 
usual, but for the Manx only, his 
good friend Fred Gallagher will be 
reading the notes. For this event the 
Dolomite is expécted to receive a 
demon Don Moore engine which has 
apparently so far recorded 187bhp 
on the brake. Not bad for G1! 

Henry Inurrieta has again been 

helped out of a difficult transport 
situation by Cal Withers who has 
again lent that RS2000 which Henry 
used on the Arkell. The Spaniard 
took delivery of his new Mk2 
RS2000 trimmed _ shell from 
Boreham last week. 
@ Two special film shows will be 
given in the Queen’s Hall, Dunoon 
tomorrow (Friday) during the run-up 
to the start of the 1976 Burmah 
Rally. Performances, each lasting 
just over an hour, will be at 19.00 
and 21.00. Admission is free and the 
films being shown are ‘“‘The Flying 
Finns” (which examines the tech- 
niques of both Makinen and Mikkola 
against the background of the 1,000 
Lakes) and ‘‘Winning ain’t Easy” — 
the graphic and colourful record o 
DTV’s 1975 season. 7 


Watching brief 


STAGE 1—ISLAND 6.98 miles. 

Walking distance from road to stage start (map 
reference 56/1 38}952}) is 0.39 miles and to stage 
finish (56/122975) is 0.12 miles. First car due at 
00.22 hrs (earliest time), 00.30 hrs (standard 
time). Both start and finish are accessible from the 
A815 on the east side of Lock Eck about 4 and 6 
miles respectively north of the Coylet Hotel. This is 
one of the most difficult driver's stages onthe rally 
with tricky hairpins at either end. Possibly better 
spectating at the start but please park carefully. 


STAGE 2—BEN LAGGAN 1 7.89 


miles. 

Walking distance from road to stage start and 
finish 66/118977) is 0.57 miles. First car due at 
00.34 hrs (earliest time), 00.49 hrs (standard 
time). Access to start and finish is approximately 3 
miles south of Strachur on the A.815. Again please 
park well off the public road. The organisers 
suggest the finish provides better spectating (turn 
left in the forest). 


STAGE 3—REST AND BE THANKFUL 
1.33 miles. 


Walking distance from road, where there is: 
ample car parking, to the stage start 66/2293075) 
is negligible. First car due at 01.13 hrs (earliest 
time, 01.44 hrs (Standard time). At the top of the 
old road, the cars have to negotiate the downhill, 
tarmac hairpin and the tricky righthander at Stone 
Bridge. 


STAGE 4—SUCCOTH RANGE 3.41 
miles 

Walking distance from the road to the stage 
start (56/2533043) is negligible. First car due at 
01.19 hrs (earliest time), 01.53 hrs (standard 
time). There is better spectating just past the 
bottom of Rest and Be Thankful in a quarry 
adjacent to the A.83 where there’s a very 
interesting lefthander. 


STAGE 5—MINARD 1 4.26 miles. 
Access is poor as Stage start and finish are 2.18 
and 1.87 miles from the nearest access off the 


_ A83. First car due at 03.56 hrs (earliest time), 


04.08 ee ndard time). This is a new stage for the 
Burmah, requiring a long walk m Dy spectators. 
but for the really keen there isan =mense yump 
just after the start — access Tom 

miles south west of Furnace Pieese Sem Te 
vilege of Kamcael Gessay et? S cer Se 
fesn 


EEE EEE 


miles. First car due at 10.00 hrs (earliest time) 


ee 
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_... And pigs have wings 


Watching brief . . . continued 


STAGE 6—INERLIEVER 6.45 miles. 

Walking distances from road to stage start 
and finish (59643116}) are 
negigible. First car due at 04.37 hrs (eartiest 
time). 05.00 hrs (standard cing Both start and 
fins provide good spectating but please don't 
érive against rally traffic on the west side of Loch 
Awe. Drive to the stage via Ford but please leave 
to the north via Kilmelford. Take care on blind 
crests along this road. 


STAGE 7—INVERINAN 2.92 miles. 
Walking distances from road to stage Start | 

65993170) and finish (65956}153) are 
negligible. First car due at 04.52 hrs (earliest 
time), 05.23 hrs (standard time). Access to the 
start is about} mile south of Inverinan. Remember 
is _* to the north to avoid contact with rally 
raffic. 


STAGE 8—AVICH 1.63 miles. 

Walking distance from road to stage start 

5970142) and finsih (65956153)) is negligible. 

irst car due at 04.59 hrs (earliest time), 05.53 hrs 
(standard time). Access to the start is just to the 
west of Barnaline but the finish offers slightly 
better spectating. Remember to leave\towards 
Kilmelford. Competitors may be ‘hanging back’ 
before this stage to take advantage of daybreak. 


STAGE 9 KNAPDALE 10.13 miles. 

Walking distance from road to stage start 
a eaters) is 0.20 miles and to stage finish 
658241908) is 0.15 miles. First car due at 05.49 
hrs (earliest time), 06.41 hrs (standard time). This 
is the longest Knapdale stage ever used on the 
Burmah and has no fewer than 26 junctions. 
Spectating is best at the finish, a mile west of 
Cairnbaan Hotel, but there are several short cuts 
into the middle of the stage from just south of 
Achnamara. : 


BREAKFAST HALT ; ‘§e 

At the Cairnbaan Hotel on Crinan Canal. This is 
a congested area and spectators are asked not to 
park near the hotel. : 


STAGE 10—LOCHGILPHEAD 5.03 


miles. Bw 

Walking distance from the road to stage finish 
65843909)) is negligible. First car due at 08.31 
hrs (earliest time), 08.35 hrs (standard time). The 
finish is approximately } mile east of Cairnbaan 
Hotel, but best spectating is about j mile in from 
the finish. Please don't go to the start as it is near 
a hospital. 


STAGE 11-MINARD 2 11.37 miles. | 
Walking distance from the road to stage finish 
652613945)) is 0.16 miles. Please avoid 
Kilmichael Glassary near the start. First car dueat 
08.46 hrs (earliest time), 08.57 hrs (standard 
time). Walk in from finish to the quarry or walk } 
mile from (65926915) to one of the best spectator 
spots in Britain, at the dam. If going to the finish 


please do not park at blind bend on main road. 
STAGE 12—BEN LAGGAN 2 4.36 


miles. | 

Walking distance from road to stage finish 
66/113985)) is 0.13 miles. No spectators at the 
start please and park well off public road. First car 
due at 09.56 hrs ore time), 10.35 hrs 
(standard time). The finish is twisty and slippery 
through mature trees. 


STAGE 13—GLEN SHELLISH 9.96 


miles. | ; 
Walking distance from road to stage startis121 


10.50 hrs (standard time). Instead of going to the 
start, park and walk in from 56/1 13979} which is 
about 2} miles south of Strachur. Follow the 
arrows to a stone bridge on left. Cross the bridge 
(competitors continue straight on to stage start) 
and turn immediately right. In } mile the stage is 
met at a point from whic competitors can be seen 
at seven parts of the stage. 


STAGE 14—WEST LOCK ECK 4.44 
miles. 

Walkingdistancelrom road to stage finish is 1.52 
miles and is not recommended. The start is inac- 
cessible but access can be gained by determined 
spectators via the Younger Bota nic Gardens. First 
car due at 10.22 hrs (earliest time), 11.15 hrs 
(standard time). 


STAGE 15—THE LARACH 179 miles. 

Walking distances from road to stage start 
66/1 44928) and finish (66/166908) are negligible. 
First car due at 10.40 hrs (earliest time), 11.41 hrs 
‘standard time). Parking is difficult between 
Whistlefield and Ardentinny. The finish offers 
better spectating. 


STAGE 16 LOW BLAWEARIE 1.71 
distance from road .to stage start 


miles. 
Walkin 

= ) is 0.20 miles. No spectators at the & 
ish please. First car due at 10.47 hrs (earliest 


time), 11.51 hrs (standard time). Access to t 
start 5S pust of Ardentinny. Please drive 
slowly and carefully. 


STAGE 17—HIGH KILMUN 2.25 


Ss. 

Weking cstance from road to sige start 
661938323) & 0.70 miles and to stage finish 
55166182) s 0.25 miles. Fest car due at 10.56 
mrs (eariest time), 12.04 hrs (standerd time) No 
speczior cars wil be aflowec near the start 2t 
Zercereta Wek cr ToT Cees pst norte 
of Sammut 2 Pe 2s wrt. 


With most of Europe away on 
holiday; the second largest British 
trade deficit ever recorded just an- 
nounced (and dismissed) with classic 
bureaucratic diffidence as ‘‘merely a 
fluctuation around a generally rismg 
trend’(!); and the USA once again 
totally preoccupied with _ its 
seemingly perennial jingoistic 
meanderings around the witch-hunt 
for another bland figurine at the 
White House, the time seems ripe for 
some “‘silly season” prevarications 
whose foundations are based on 
what aggrieved parties love to call 
‘pure speculation’. 

The following ‘“Who’s with whom 
in Rallying for 1977?” may indeed be 
based on conjecture but the quality 
of the prophet’s vision could scarcely 
be described as “pure”. As is usual 
when discussing rally matters, 
Boreham seems a sensible place to 
start. What are Ford planning for 
1977? Obviously less of the time-con- 
suming ‘indirect’ work which has 
hampered their major operations 
both in terms of finance and man- 
hours this year. The incredible work- 
load generated by a nation of com- 
petition Escort owners and a breed 
of aggressive hard-selling 
Rallye foe dealers makes a works 
team’s lifea little breathless. Soif, as 


- we suspect, Ford head for the WCR 


series in a really big way next year, 
they will not wish to be saddled with 
the millstone of semi (or even 
pseudo)-dealer operations run 
“almost” out of Boreham next year; 
will they? Does this mean no direct 
involvement in the national cham- 
pionship? In a word ‘yes’. 


Graham Elsmore —_ dealer 
operation? 

ouehing desperately on the 
crystal ball, we would expect to see 


Graham Elsmore in a_ works-built 
but dealer-operated RS1800 set-up 
next year, while more help would be 
expected to §° to Johnsons of Gains- 
borough and perhaps some others. 
What of Thomas Motors? Will Billy 
Coleman continue his association 
here or is the quiet courteous Irish- 
man going to be seen in Graham 
Warner’s Stratos more often? Will 
this leave the field free for another 
driver to ‘take over’ the Thomas 
‘slot’ and if so who? 
Back at the works it seems as 
though Ari Vatanen will be joining 
er and Timo on the quest for 
WCR points. This seems all the more 
likely in view of the fact that Finns 
will not be eligible for RAC points 
next year. Will the cars be com 
titive? This year has i 


strated that the seemingly im 


vincible Escort (in England) can 
demonstrate imperfections under 
foreign conditions ... and next year 
will be the swansong of the current 
regulations under which Ford can 
run a full house RS1800 in such com- 
pany. With ears close to the wind 
and eyes tightly closed, we have 
visions of a reliable 260bhp Brian 
Hart rally BDA and independent 
rear suspension (well, they’ve tried it 
before!) as possible dual answers to 
the problem of competitiveness (and 
think of 1978 homologation!). These 
‘extras’ plus the vital increased time 
spent recceing and practising could 
well turn the scales Ford’s way, and 
in Europe and the other continents 
the experience of Roger and Timo is 
still worth a tremendous amount. In 
Roger’s case, one feels he would 
probably be quite content not to 

articipate on another British 
orestry event, so who looks after the 
company’s interests at home? It 
must surely be Russell Brookes, but 
does he get a works drive? Impure 
conjecture shouts ‘no’ to that one, so 
does he continue to run his works 
cars under the enthusiastic banner of 
Andrews Heat for whom he works so 
hard or will a dealer be heavily in- 
volved? Is it just Russell then to 
take care of the Ford home front. 
The company clearly must hedge 
their bets and shower the field with 
blanket coverage as best they can. 
This would explain the popular move 
for Elsmore. . . but it might also sug- 


gest a further appointment along. 


dealer-operated (or as one cynic ob- 
served: ‘go-away-and-play’) _ lines. 
Still reading? Then we will continue. 
Most of the contra-Ford loop holes 
seem still to be covered at home. 
Only the Stratos has slipped through 
the all-embracing net this year — wi 
the lack of two works-run cars mean 
a shift in the balance of power next 
year? Nothing so far seen really 
gives any indication of this possi- 
bility. Leyland are still in the throes 


of sorting their troublesome TR7s — 


very conscious of having. over- 
played the launch in both timing 
and stature. The car, however, must 
surely come good if they persevere 
as it seems they plan to; but not with 


a V8 Buick/Rover engine? The last - 


time we posed this question we were 
politely informed that it was empha- 
tically not “a rally engine”; but in 
the lights of attempts so far made to 
make the Sprint engine competitive 


against a BDA, perhaps this com- . 


ment was a little premature? And 


Robin Eyre Maunsell — G4? 


certainly the V8 would suit Euro 

an tarmac rallies very weil, an 
important area for them as it seems 
certain that Leyland must expand 
their international competition ven 
tures, particularly in view of the 
recent successful forays to South 
Africa and the Far East. It would 
not surprise us if Leyland did not 
contest. the full RAC championship 
next year — but merely mter- 
nationals and the odd suitable 
round. 

DTV in close co-operation with 
Luton, seem well on the way towards 
the announcement of their Chevette 
16-valve programme and we might 
expect two cars from them next 
year, while Chrysler, with the Mk2 
Avengers almost upon us, are ex- 
pected to be fielding two G4 cars. It 


Russel Brookes — Andrews again? 


- -geems most unlikely that Robin Eyre 


Maunsell will agree to drive a G1 car 
for a third successive season. He has 
often gone on record as stating that 
he would very much like to try his 
hand in the more powerful league, 
and he is certainly not without influ- 
ence in the camp. But we also hear 
that a Finn is being wooed in this 
connection. Chris Sclater will sure 
stay with Choa for Briti 
events, while no doubt hoping to run 
his RS1800 in foreign events. 

All of which brings us to DOT. We 
hear that after the RAC this year 
Walter Rohrl will be ee his 
Russelsheim Kadett here in order to 
return to England at International 
time, ie, Mintex, Welsh, Scottish, 
RAC and possibly some others when 
he will be adding his great skill to 
that of Tony Fall whose new car is 
now expected to be ready in time for 
this year’s Manx — parts appara 
are proving difficult to come by. 

The above poses as may im- 
ponderables as it answers. Will Ford 
feel the need to bolster up the home 
guard to any greater degree than 
that intimated here? — andif so, who 
will be the choice. Already there are 
Russell Brookes, Tony Fowkes, 
Tony Drummond, possibly Billy 
Coleman, etc, all driving in the bi 
league — it is already a divisive an 
successful policy. . . . 

As a forecast for next year's 
happenings all the above may be way 
off the beam, and Ford will no doubt 
be devoting some of their Spanish 
(Valencia) and other energies to the 
Fiesta programme (for which a 1300 
BDA is already homologated); there 


ough Henry Inurreeta doubt- 
less have other ideas. At least it will 
be interesting to discover how wrong 
we were... 
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Raylor rumour 


Is the York MC’s Raylor Rally, the 

ultimate round of the Castrol/ 
AUTOSPORT rally championship, to 
be postponed? This is the current 
rumour which surrounds the rally 
and it seems a distinct possibility. 
. Fire risk is the problem which faces 
Secret ary-of-the-Meeting Peter 
Williams and the club; and according 
to Peter, there is a danger from the 
dried-out peat which is currently 
highly combustible. A dropped 
cigarette or a spark would be all that 
would be required to set it smoulder- 
ing. The rally’s date is currently the 
25th September but a firm decision 
is being taken two weeks before the 
event. If the rally has to be post- 
eed the alternative date set is 

ober 30th — in which case the 
Raylor rally will be the final round of 
the championship and much hasty 
re-shuffling of red tape will be 
required. 

As it now stands, the rally will 
finish in Castle Howard, the famous 
stately home near York, not un- 
known to RAC Rally competitors. 
There will be approximately 19 
stages totalling 70 miles within a 177 
mile total route. Secretary-of-the 
meeting Peter Williams can be 
contacted at 107 Old Orchard, 
Haxby, York. Entries and regula- 
tions should be applied for here. 


@ The format of the Ulster Rally is as 
follows: The start is from the Forum 
at Antrim at 6pm on the Friday and 
competitors will tackle a spectator 
stage similar to that used at the 
finish of the Benson and Hedges 
Circuit before leaving the Forum 
_ grounds. The route then follows an 
anti-clockwise loop through South 
Antrim and North Down before 
coming to the first main control at 
Larne where a completely unique 
spectator stage is being run. Next 
come the classic North Antrim 
stages which are supplemented by 
some completely new roads which 
have never been closed for rallying 
before but which could well establish 
themselves as favourites. 

An early .breakfast follows near 
Ballymena and then it is on to take 
in many completely new stages in 
South Tyrone before the third main 
control at Omagh where spectators 
will be able to see the cars at close 

uarters in a special service area at 
the showgrounds. The final quarter 
of the rally covers the North Tyrone 
and Derry stages to the finish at 
Portrush at 2pm on Saturday and 
the final stage of the rally is 
expected to be another completely 
new and highly spectacular scenic one 
along one of: the most famous 
stretches of road in the world. 

In all there will be approximately 
20 special stages, all on tarmac, 
totalling just under 200 miles of the 
450 mile route. No practising or pace 
motes are permitted. Regulations 
and further details (as previously 

blished) are available from Roy 

n, 11 Gortin Heights, Dunluce 
Park, Ballymena (Phone _ 
Bally mena 41896). 


Waldon fund 


rid Davies, the secretary of the 
sent ATS Stages which witnessed 
tragic death of Peter Waldon, 
ed us on Tuesday morning to 
@form us that a ‘‘Peter Walden 
Fand” has been set-up and both 
Eppynt and Carmarthen MCs have 
each donated £100 to set the ball 
rolling. All further donations 
should be addressed to David 
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1977 INTERNATIONAL AND NATIONAL RALLY DATES (PROVISIONAL) 


Date Organising Club Event/Venue Status 
January 
2 Port Talbot MC Tour of Eppynt (N) 
7 Newport CC Tour of Dean (N) 
29 Highland CC Snowman (N) 
February 
24/26 DeLacy MC Mintex () 
March 
- Dukeries MC Fs ’ Dukeries » (N) 

1920 Exeter/Taunton MC South West Stages (N) 
19 55 CC Hackle (N) 
April 
a Dunfermline CC (N) 
8/12 Ulster AC Circuit oflreland ©. (I) 
16 Lincolnshire/Louth MC Bass Charrington (N) 
23 Aberdeen & DMC Granite City (N) 
May 
125 SWAC Welsh 0) 
June 
3/7 RSAC Scottish () 
July 
2B Northumbrian CC Jim Clark : (N) 
8/0 BRSCC Texaco Tour of Britain 0) 
August 
19/21 Lanarkshire CC Burmah (N) 
September 

B Omagh MC Bushwacker (N) 
10 St Andrews & DMC Saltire (N) 
16/17 Manx AS Manx Trophy (0) 
24 York MC (N) 
October 
i. Tynemouth & DMC Newcastle Centre Hotel, Lindisfarne (N) 
15 WoNW/S. Staffs MC Castrol Rally (N) 
22 Berwick & DMC . (N) 
November 
18/23 RAC RAC Rally (I) 


- cellent. 


Davies, 23 The Struet, Brecon, 


Manx noted 


Various notes are, or will shortly, be 
available for the Castrol Manx Rally 
(September 17/18). Terry Harryman 
varieties will be on sale from the 
week before the event. Terry has 
vast experience of making notes (one 
of his principal responsibilities while 
employed with Lancia used to be 
just this business) and certainly all 
those who used his notes in Donegal 
were unanimous in their praise for 
both detail and accuracy. The set of 
notes will cost £22 and should be 
ordered with Terry as soon as pos- 
sible. He can be contacted at Larne 
3464 during the day. 

David Richards is also offering 
notes which will be available from 
the end of next week. These notes 
will adhere closely to the John 
Davenport scheme of things and will 
cost you £19.50. Dave can be con- 


40p—Official 


Despite the strongest possible objec- 
tions from clubs and enthusiasts 
throughout the country in company 
with the sternest of negotiations on 
behalf of the RAC, the Forestry 
Commission have recently informed 
Belgrave Square that a charge of 
40p-per-car-mile will, after all, be 
made for all events to be run after 
September Ist. In letters to private 
individuals, both the DoE and the 
Commission recently informed Bel- 
grave Square that a charge of 
charges. This is emphatically not so; 
the RAC have merely been informed 
of them and is pressing hard for 
some justification of the increase. 
Alas it is beginning to sound as 
though it is all over bar the shout- 
WSs 

@ We know that we have our fair 
share of mis-prints ... but we have, 
to the best of our knowledge, never 


. called our rally championship the 


tacted on 0514652 4544 or at 12 | (vastle/Water a Nee 3 
Ringwood, Oxton, Wirral, Cheshire. hampionship’.. Our thanks to 
Birmingham Post reader, Mrs 


Dave says his package includes a 
marked map, etc, which will enable 
you to drive off the ferry and 
straight to the start, if necessary — 
no plotting, etc, is required. 


Christian Monaghan for sending us 
the hilarious cutting from that 
normally switched-on paper’s report 
of the Arkell. 


Ten points for style! Tony Pond sweeps through the ManxTT course recently 
on a 1000ce Honda Gold Wing — perched on the back clutching his OS map is 


David Richards. The pair were busy last week making notes for the forth- 
coming Manx.... picture: Doug Baird. 


Irish news 


Last weekend there were two rallies 
in Ireland, the Omagh MC’s Bush- 
whacker Rally, a counter in The 
Belfast Telegraph Special Stage 
championship; and the Castrol spon- 
sored Wexford Rally. The former 
was won by Ronnie McCartney in his 
Lloyds RS2000 from __ brother 
Dessie’s forest Carrera, with Robert 
McBurney’s incredible VW/Porsche 
just one second behind in third place. 
The rally used 12 stages totalling 
approximately 30 miles in the west 
Tyrone area, and while some tests 
were very rough, the ones which 
were not were reported as being ex- 
Paul ‘Bigfoot’? Martin 
finished fourth in his RS1600 (née 
TC) having recovered from an in- 
different morning to go really well in 
the afternoon. : 

Series leader’: David Lindsay 
finished a distant seventh in his 
RS1800 having lost two minutes in 
the morning with two punctures. 
David Agnew, in perhaps his last 
outing in the LHD Stuttgart-pre- 
pared Carrera, finished fifth. 

Meanwhile, down in the south, the 
Wexford event witnessed the return 
to competition of one of Ireland’s 
most popular personalities, Adrian 
Boyd, who in Agnew’s other Porsche 
(a RHD, an example in ‘cooking’ 
trim), finished 41 seconds behind 
local man Gerry. Buckley in an 
RS1800. Adrian was apparently 
delighted with the car, which he said 
he drove very carefully in order to 
get used to it and now feels he can go 
much faster if necessary. The white 
Porsche is being ‘borrowed’ by the 
Boyd brothers for the remainder of 
the year, and probably for 1977 as 
well. Adrian plans to use the car on 
the Ulster Rally (September 3/4) 
before handing over to Derek for the 
Manx. 

Just after the Ulster Adrian is off 
to practise for the Criterium 
d’Quebec on which he is competing 
with his Alpine and _ Beatty 
Crawford. The rally is scheduled for 
September 11/12 and takes place in 
an area of forests about 50 miles 
north of Montreal. For this event the 
Alpine is being sponsored by Gabriel 
Striders, a large US shock absorber 
manufacturer. 

Adrian and Gerry Buckley domin- 
ated proceedings last weekend in 
Wexford, finishing over four minutes 
ahead of Joe Pat O’Kane’s Porsche. 
The latter was harried all the way to 
the finish by Sean Cambell who was 
again being co-driven by his wife. 
Both Cahal Curley and Phil Coulter 
non-started due to a lack of gearbox 
parts; but perhaps the drive of the 
rally was logged by Ron Neely in his 
1400 Mini. After the Saturday run, 
the incredible little car was lying 
third but he retired on the first stage 
on Sunday when a wheel fell off. The 


Bernard Banning/John Horton 
Chrysler Avenger finished sixth 
overall. the Reggie 


It appears 
McSpadden.. will not now use the 
LHD Carrera screamer formerly 
driven by David Agnew — at least 
until it has been converted to RHD. 


@ Due to increased forestry charges 
the organizers of the Lakeland 
Stages (Saturday 4th September) are 
being forced to add a levy of £3 on 
top of the existing £26 entry fee 
which was worked out on a 26p 
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AUDI80 GTE 


A refined 
performer 


The Audi name is now used to denote the up- 
market end of the Volkswagen business. The Audi 
used to form part of the Auto Union combine, 
which produced some of the most dramatic grand 
prix cars of all time. Horch, Wanderer, Audi, and 


DKW were the makes concerned and actually 


“Audi” means the same as “Horch” in Latin. 
They both signify “hark!” in English, and when 


old-man Horch was fired by the directors of his — 


original firm, he started a new factory but wasn’t 
allowed to use his own name, hence the rather 
ponderous Teutonic joke. 

That is ancient history, but in more recent 
times the DKW suddenly hit pronounced sales 
resistance, due to the unpopularity of its two- 
stroke engine. Accordingly, a Mercedes-designed 
four-cylinder unit was hooked onto the bell- 
housing the. existing DKW front-drive trans- 
mission and the name Audi was revived, to show 
that this was a new kind of car. The Audi 80 and 
the VW Passat are direct descendants of that car, 
as opposed to the new-generation transverse- 
pened models of the range, Scirocco, Golf, and 

‘olo. 


The Audi 80 is quite a big, roomy car, with out- 
standingly comfortable seating front and rear, the 
people in the back having ample leg-room, even 
when the front seats are pushed right back. 
Though this is a two-door saloon, entry is easy to 
all seats. 

The engine is mounted very far forward in a fore 
and aft position. It is inclined to the right, which 
allows the radiator to be placed alongside it on the 
left, with an electric fan, thus avoiding an ex- 
cessively long bonnet. The front suspension is on 
the MacPherson principle, with an anti-roll bar, 
and incorporates the unsual steering geometry 
associated with this make. At the rear, a trailing 
dead axle is solidly mounted on its radius rods, 
the consequent twisting when the car rolls 
causing it to double as a torsion bar. Dashed 
ingenious, these Germans! 

n calling this expensive, high-performance 
version GTE, the manufacturers record by the 
‘extra third letter (E=Hinspritz) that the engine 
has Bosch K Jetronic fuel injection. With a single, 
belt-driven overhead camshaft, the unit differs 
from-the carburettor model in many respects, in- 
cluding combustion chambers in the piston 
crowns and larger valves. For this car, in which 
the engine is mounted well forward with its crank- 
shaft down the centre line, a finned light-alloy 
sump is used. The centre is cut out of the air dam, 
causing air from this high-pressure area to be 
directed where it can do most good. This installa- 
tion emphasizes the point I made in a recently 
aerodynamics article; to mstall any sort of dam, 
bib, or deflector ahead of the engine sump is to 
ask for overheated oil and melted big-end 
bearings. Let us hope that those writers who have 
endorsed such accessories will ge equal pro- 
minence to this warning — the 80 GTE is a perfect 
example of the right way to do it. 

On the road, the fuel injection engine makes a 
marvellous difference. It is incredibly smooth and 
completely flexible from 1000 to 6500rpm, and 
110bhp DIN is. enough to make this com- 
paratively light car a very lively performer. The 
engine and transmission are remarkably quiet and 
one could be forgiven for thinking that there were 
— or even twelve — cylinders under the 
bonnet. The claimed 112mph maximum is easily 
reached, but it is not so much the performance as 
the refinement of the car which is so outstanding. 
For once, superlatives really are in order. The ride 
is also better than that of the Audi GT, which this 
model replaces. 

If I Eanquite starry-eyed about the manner of 
its going, I’m not so happy about the Audi’s 
handling. At speeds approaching the maximum, 
the steering becomes very light indeed and seems 
almost totally lacking in feel. I usually relax at 
the wheel, interfering with the car as little as 
possible. In this case, however, I found it difficult 
mot to be rather tense, and I even caught myself 


ve: well-finished instrument panel. 
and aftengine installation. 
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Right Fuel-injection “BE” is spelled out on the left. Below: fore 


twitching the steering a little to get more feel of 


-the road. Its quite likely that I would have got 


used to the car on longer acquaintance, and in any 
case my main criticism concerns speeds above 
100mph. Similarly, some brake fade is ex- 
 delnciesg at such velocities, though this does not 

appen during normal driving. However, the gear- 
change could not be bettered. 

The 80 GTE is quite elaborately equipped, such 
things as aluminium wheels and low profile tyres 
oe standard. The well-furnished instrument 
panel carries an oil temperature gauge in addition 
to the usual dials, which underlines the 
importance of cool lubricant as mentioned in an 
earlier paragraph. The seats, in addition to 
providing excellent lateral location, are also 
attractive in appearance, with their smart check- 
pattern upholstery. 

This Audi is a high-performance car but it is 
also outstandingly economical. Perhaps’ this 
counteracts the rather high price to some extent, 
and the impressive Standard of construction and 
finish are certainly worthy of comment. Such 
performance and refinement with only a 1588cc 
engine breaks new ground in automobile 
development. . 


SPECIFICATION & PERFORMANCE DATA 


Car Tested: Audi 80 GTE 2-door saloon, price £3895 including car 
tax and VAT. 

Engine: Four-cylinders 79.5 x 80mm (1588cc). Compression ratio 
9.8 to 1. 110bhp DIN at 6100rpm. Belt-driven overhead camshaft. 
Bosch K Jetronic fuel injection. ; 
Transmission: Single dry plate clutch. 4-speed synchromesh gearbox 
with central change, ratios: 0.909, 1.333, 2.055, and 3.454 to 1. 
Spiral bevel final drive, ratio 4.111 tol. 

Chassis: Combined steel body and chassis. MacPherson indepen- 
dent front suspension with anti-roll bar. Rack and pinion steerin 
with outside scrub radius geometry. Trailing torsion axle on ¢ 
springs with Panhard rod. Servo-assisted duel-circuit disc/drum 
brakes. Bolt-on light alloy wheels fitted 175/70 HR13 tyres. 
Equipment: 12-volt lighting and starting. Speedometer. Rev- 
counter. Water temperature, oi] temperature, and fuel gauges. 
Heating, demisting, and ventilation system. 2-speed windscreen 
wipers and washers. Flashing direction indicators with hazard 
warning. Reversing lights. 

Dimensions: Wheelbase 8ft 2in. Track 4ft 4.5in/4ft 4.8mm. Overall 
length 13ft 9in. Width 5ft 3in. Weight 17cwt. 

Performance: Maximum speed 112mph. Speeds m gears. third 


80mph, second 53mph, first 31mph- Qutrt-mie 16.55 
es 0-30mph 3.2s, 0-50mph 635. 8 050m0h 
Fuel Cemsummption 25 to 36™0e 
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by John Bolster 


AUDI 100 


Five-pot 
flagship 


The new Audi 100, which I have been driving in 
Luxembourg and Germany, has already been the 
subject of a great deal of comment, because of its, 
unusual five-cylinder engine. Actually, the engine 
in question is only fitted to the expensive, top of 
the estan model and deat many more of the 
cars will be sold with the alternative four-cylinder 
power units. The 1600cc Type is powered by the 
well-known engine from the previous 100, but this 
will not at first be imported into Great Britain. 
The 2-litre, however, has the new engine which, in 
fuel-injection form, also powers the Porsche 924, 
and this is quitea car in its own Heb. 

Let us, however, start with the controversial 
five-cylinder. Many of us are familiar with 
excellent five-cylinder diesel engines, which work 
nicely because they have fuel injection. Petrol 
engine manufacturers, notably Rover, have found 
that there’s a carburation problem due to the 
firing order, which is 1, 2, 4, 5, 3, but the Audi 
designers have settled for Bosch K-Jetronic fuel 
injection. Similarly, it would be a diabolic job to 
machine a five-cylinder crankshaft from a solid 
steel blank, but with modern casting and grinding 
techniques there’s no particular difficulty in 
manufacture. 

I have been able to discuss the technical side 
with the Audi engineers, glass-in-hand in 
congenial surroundings. Briefly, for the four- 
cylinder models, the best weight distribution 
could be secured with the power unit ahead of the 
driven front wheels. The straight-six is the ideal 
engine but would cause excessive front overhang, 
and the V6 has neither the smoothness nor the 
pure exhaust note of that configuration. The five, 
they admit, lacks the theoretical perfection of the 


in-line six, but it’s better than a V6, while the - 


difference in weight distribution is insufficient to 
upset the handling. 

As it happens, the modern trend towards long- 
stroke engines, in the interest of reduced 
pollution, permits the unit to be almost as short 
as some comparable fours, while the slim crank 
webs, which are now fashionable, leave room for 
six main bearings. No water passages bet ween the 
bores are considered necessary and the cylinder 
block is slanted to reduce overall height. The 
designers, in any case, prefer long-stroke engines 
because of their superior low-speed torque, and 
that is the quality which is increasingly 
demanded, as so much driving is on congested 
roads nowadays. 

The aluminium cylinder head has in-line vertical 
bucket-type tappets and a single, belt-driven. 
overhead camshaft, with machined piston tops 
having valve clearance recesses. Unlike the 1600, 
there is no jackshaft, the crescent-type oil pump 
residing against the front main bearing while the 
distributor and petrol pump are_accessibly 
mounted for camshaft operation. Though the 
emphasis is on torque, this 2.2-litre engine is no 
sluggard, developing 136bhp at 5700rpm and 
spinning very easily past the 6000 rpm mark. 

By far the most important advance in the new 
big Audi is in the body structure. By incorpor- 
ating forward-facing rectangular steel members 
alongside the engine, designed to concertina into 
folds in an exactly pre-determined manner, a body 
design has been evolved which has a superior per- 
formance in crash barrier tests, compared with 
existing cars of far heavier construction. In spite 
of its very high safety factor, the body is 


phenomenally light for its size, to the benefit of 


acceleration and fuel ecomomy. 

The suspension and steering arrangements 
follow those of all the other VW groups cars, the 
geometry having claimed _ self-stabilisin 

ies. The MacPherson front end is teame 
with a trailing dead-axle, of which the beam is in 
torsion, forming a antiroll bar in effect; power- 
assisted steering is optional. The brakes are on 

i circuits and the discs of the five-cylinder 
car are ventilated, with drums at the rear. 

The body is claimed to have an outstandingly 
low drag coefficient, which I must admit that I 
find some difficulty in beliewmg, but I shall carry 
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The body is claimed to have an outstandingly low 
drag coefficient. 


out some coasting tests in due course. In size and 
shape, the car somewhat resembles the latest 


Mercedes-Benz, except for the absence of the. 


dummy radiator. The windscreen and rear 
window are completely flush, without any 
rojecting surrounds; regular AUTOSPORT readers 
ow how important this is from an aerodynamic 
point of view, including the generation of wind 
noise. With all the mechanism concentrated out- 
side the passenger compartment, it has been 
possible to develop a new sound-insulation 
technique, with a ‘sound-cocoon’ of noise 
absorbing felt covered with a plastic shell. 

It is claimed that prope drive more aggres- 
sively in cars with strident colours, so if you want 
a fire-engine red Audi, you're out of luck! Pastel 
shades encourage non-aggressive driving and 
predominantly brown interiors are found to be 
more soothing than the too-common black. In any 
case, I found the cars attractive, even though I 
am such a non-aggressive driver that nuns.on 
se Gea carve me up. There’s also a most 
elaborate radio system for picking up police 
messages and road bulletins automatically, but I 
shall not describe it in detail as it applies only to 
Western Germany at present. 

On the road, I tried both fours and the five 
cylinder, using country roads on which safe, open 
bends abounded and autobahns that were free of 
speed limits. The dimensions of the car are the 
same, irrespective of engine size, and curiously 
enough they are identical with those of the new 
Rover 3500. This is a pretty big car for a 1600cc 
engine to pull, but it does it surprisingly well, 
even though it’s set up for cheap petrol, while the 


2.2 litre five cylinder petrol engine. 
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2-litre and 2.2-litre engines require better fuel 

The 2-litre is altogether quieter and more 
relaxed, with less body booming and better flex? 
bility. Indeed, it is outstandingly refmed for a 
four-cylinder car. Though the vehicle looks quite a 
big car, and has such a spacious interior, it is no 
heavier than some kss hixurious 2-litre machines. 
which is reflected in its lively acceleration. This is 
an efficient unit, developing 115bhp with a twin 
choke carburetter, but it might well be available 
later in the 125bhp, fuel-injection form as used for 
the Porsche 924. In its present form, this four 
cylinder engine pulls the five-seater saloon along 
at 112mph and achieves a 0-62mph acceleration 
figure of 10.7s, which is an outstanding 
performance. 

The five-cylinder car weighs only 44lbs more, 
which is negligible, but since the engine is only 
160cc larger in capacity, the increase in perform 
ance is perhaps more than one would expect. With 
a gpg maximum and 0-62mph in 9.5s, it feels 
distinctly lively to drive. It is a little quieter than 
the 2-litre, the very slight body boom of the four- 
cylinder unit being absent. If one sits with all 
senses alert, holding one’s breath, it is just 
possible to detect a tiny torsional vibration at a 
couple of points in the revolution range, but for all 
practical purposes this does not exist. I could 
perhaps emphasise that both are outstandingly 
smooth and quiet, but I am trying to assess a true 
comparison. 

I must admit that I was able to notice very little 
difference in handling between the three models. 
Audis were once noted for their understeer, but 
this is no longer an outstanding characteristic. 
When open bends are taken at very high speeds, 
the front tyres scream first, but there is no ten- 
dency to plough straight on. By far the most 
impressive feature is the remarkable absence of 
roll, which, coupled with a total freedom from 
pitching, ensures the comfort of the passengers, 
especially those behind. Certainly one should not 
analyse a luxury car in boy-racer terms, but 
perhaps I could sum up the handling of the Audi 
100 by saying that it combines straight-line 
stability with instant responsiveness in an 
emergency, which is still regrettably rare. 

The steering is pleasantly light, except when 
almost at a standstill. I tried the optional power- 
assisted steering on the five-cylinder car, but I 
still have a few reservations. I would like to drive 
it on icy roads before coming to a conclusion, but 
such conditions are hard to find this summer. The 
brakes are powerful and. fade-free, although the 
pedal perhaps feels a bit spongy until the driver is 
accustomed to it. The four-speed gearbox handles 
pleasantly and the optional automatic is smooth 
and efficient. 

The new Audi 100 is an important car, designed 
and produced by an engineering team who are 
totally uninhibited by fixed ideas and false pride. 
In more general terms, it is another nail in the 
coffin of the ancient canard — a mixed metaphor 
if ever I saw one — that front wheel drive is only 
for little cars. As for prices, they are pretty 
horrible, even in Germany, and by the time the 
five-cylinder comes to Britain next year, they may 
be a bit frightening. I refrain from making 
forecasts in a sphere which habitually makes fools 
of our pola ane: merely saying that if we can 
afford them, we are going to like them..- 


SPECIFICATION & PERFORMANCE DATA 


Car described: Audi 100 four-door saloons, 1.6, 2.0, and 2.2-litres. 
Engines: 1.6-litre: four-cylinders 79.5 x 80mm (1588cc). Ompression 
ratio 8.2 to 1. «Sbhp at 5600rpm. Belt-driven overhead camshaft. 
Downdraught compound carburetter. 
2.0-litres: four-cylinders 86.5 x 84:4mm (1984cc). Compression ratio 
9.3 to 1. 115bhp at 5500rpm. Belt-driven overhead camshaft. 
Downdraught compound carburetter. 
2.2-litres: five-cylinders 79.5 x 86.4mm (2144cc). Compression ratio 
9.3 to 1. 136bhp at 5700rpm. Belt-driven overhead camshaft. Bosch 
K-Jetronic fuel injection. 
Transmission: Single dry plate clutch. four-speed synchromesh 
earbox, ratios — . 
6-fitre: 0.909, 1.286, 1.944, and 3.454 to 1. 2.0-litres: 0.956 
eae Pe tai! and 3.600 to 1. 2.2-Itres: 0.966, 1.360, 2.125, anc 
Torque converter and three-speed automatic gearbox optional 
Spiral level final drive, ratio — 
1.6-litre: 4.444 to 1.091 to 1 automatic. 2.0-litres: 3.888 to 1, 3.727 
to 1 automatic. 2.2-litres: 3.777 to 1, 3.455 to 1 automatic. _ 
Chassis: Combined steel body and chassis. MacPherson font 
suspension with anti-roll bar. Rack and pinion steering, power 
assistance optional. Trailing dead-axle with beam in torsion anc 
Panhard rod. Servo-assisted disc/drum brakes with diagonal 
circuits. Tandem servo and ventilated discs for 2.2-ltres. 
Dimensions: Wheelbase 8ft 9.7in, track 4ft 9.9ins/4ft 89ins. Overall 
length 15ft 5ins Wah 5ft 1lOins. Weght (1.6) 2442'ibs_ (2.0) 
2530ibs, 2.2) 2574lbs. 
Performance. 16-ftre. maximum speed 99mph. Accelerator 0- 
50mph 86s, 062mph 134s 
2.0-Rres mexmum speed 112mph. Accelerator 050mpn 72s. 0 
62mph 107s. 
22-Rres mexrmum soeed 11 Smoh Acceierstorn 050men 638.0 
62ngh 35s 
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Standard 
work 


MASERATI — A HISTORY. Hardback. 
Sjins by 5jins. 400pp. Published by 
David & 
Pritchard. Price £6.50. 


The author’s name on the cover tells 
you a good deal about this book. 
Anthony Pritchard is an aston- 
ishingly prolific author of motor rac- 
ing books and, like his earlier The 
Grand Prix Ferrari, this latest 
volume is a prodigiously detailed 
work, surely to become the standard 
reference book on the marque 
Maserati. 

As with all Pritchard’s books, this 
primarily is a reference book, rather 
than a good, exciting read. The 
style is plain and straightforward, 
and little of the Latin exuberance 
which typified the era of the firm’s 
heyday comes through. Nonetheless 
there is much interesting stuff here, 
including five fascinating chapters 
on everyone’s favourite racing car: 
theimmortal 250F. 

Unlike the Ferrari book, this one 
covers all aspects of its subject. The 
history of the racing sports cars is 
fully documented, and there is a 
short chapter about the road cars. It 
is a well illustrated book, and our 
favourite is a shot of Jean Behra 
opposite-locking the temperamental 
V12 F1 car around Monza in 1957 — 
with a grin on his face! In the 
Author’s Note at the end of the 
book, Pritchard regrets that con- 
siderations of space meant the 
omission of many stories and 
anecdotes, and we are inclined to 
agree with him. For all that, this is a 
splendid book, and we recommend it 
highly. 


Story of 
an Fil ace 


JODY — AN AUTOBIOGRAPHY. 
Hardback. 10ins by 8ins. 132pp. 


Published by J. H. Haynes. Author: . 


Jody Scheckter. Price £4.95. 


If you are a Scheckter fan, you will 
enjoy Jody, the latest in a long line of 
Grand Prix driver autobiographies, 
These tend to fall into two groups: 
controversial and non-controversial. 
Scheckter’s belongs strictly in the 
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harles. Author: Anthony 


latter category, but it nevertheless 
reveals an absorbing picture of the 
man himself. 

AUTOSPORT s columnist traces his 
career right back to the days of the 
Renault R8 in South Africa, and the 
story ends at the beginning of 1975. 
Compared with some others, this 
autobiography is a lightweight and 
readable work, and one which follows 
a familiar pattern. In a modern pro- 
duction, there are chapters dealing 
with other drivers, mechanics, the 
role of the team manager, and so on, 
well sprinkled with some good 
quality colour photographs. 

This is a book which will probably 
appeal to the younger reader rather 
than the fanatic. As a guide to 
modern F1 racing, the functions of 
those involved and so on, it is 
excellent. 


"Michael Frostick Barrie Gilt 


FORD COMPETITION CARS. 
Hardback. 9jins by Zins. 184pp. 
Published by G. T. Foulis. Authors: 
ae Frostick & Barrie Gill. Price 
4.95. 


Although it does include a number of 
personal reminiscences by Barrie 
Gill, who was working for Ford when 
the Competition Department at 
Boreham got into full swing in 1968, 
Ford Competition Cars is primarily a 
reference work. Cheaply produced 
with no colour tape hy, it deals 
with the history of the Ford Motor 
Company in competition, from the 
early days of the turn of the century 
through to the modern era at Bore- 
ham, with details also of Cologne and 
Dearborn. 

The book, which is_ copiously 
illustrated (although the photo- 
graphs are mostly familiar ones and 
are poorly captioned), briefly covers 
the competitive side of Henry Ford’s 
nature before World War I and the 
inter-war years (the Fronty Fords, 
Sydney Allard, the Jabberwocks). 
More space is devoted to the post- 
war years 1945-67 before the activit- 
ies of the modern Competition 
Department are dealt with in far 
greater detail. Special consideration 
is given to the rallying Pilots, 
Zephyrs, Cortinas and Escorts, the 


Ford-Cosworth DFV F1_ engine, 


Formula Ford, the GT40 project and 
the Le Mans effort of the mid-sixties. 
It is a huge subject, and the book 
can only scratch the surface, but it 
provides some useful background 


Le Mans 


controversy AMUN eae 


DEATH RACE. Hardback. 8jins by 
53ins. 168pp. Published by Barrie & 
oaee Author: Mark Kahn. Price 
3.95. 


Journalists from certain national 
newspapers have frequently been 
criticized for their attitudes towards 
motor racing. Although many rep- 
resentatives of the ‘‘gutter’’ press 
have been (and still are) at variance 
with the sensationalistic views of 
their editors, their presence at the 
international motor racing venues is 
often compared to a vulture circling 
ominously overhead. Mark Kahn — 
although he has made an important 
contribution to motor racing history 
in a great many. ways in this book — 
has taken things one stage further. 

Death Race, dredging up the 1955 
Le Mans disaster in the face of objec- 
tions from many quarters, is written 
by a Sunday Mirror journalist, and it 
shows. It is a very easy read, even a 
fascinating one; it is outstandingly 
well researched, and commendably 
well constructed. But much of the 
text is effectively designed to shock, 
and some of the photographs are dis- 
tressing. 

Expertly setting the scene, Kahn 
teases the reader in leading up to the 
final moment of burning impact 
which killed 82 people. He builds up 
tension and interest, and then goes 
off at a tangent to examine the main 
characters, Lance Macklin, Mike 
Hawthorn and the _ unfortunate 
Pierre -Levegh. Macklin’s story, says 
Kahn, has never before been fully 
published, and the blame for the root 
cause of the accident is squarely put 
onto the shoulders of Hawthorn. 

But even for the purist, the book 
makes fascinating reading, although 
in his foreword (defending his action 
in raking up the whole business 
again) Kahn displays a total lack of 
understanding of just what a motor 
racing purist is. Of particular 
interest is the official circuit diagram 
of the 1955 Mercedes team, 


reproduced on the inside covers, and 
the personalities involved are all 
deeply interesting ones, even if they 
are dramatically treated. Reading 
the book is compulsive, and reveals 
many aspects of 

hitherto unpublished. 


the disaster 


Siins by 


The 


— 


oy 


a theory 


THE WANKEL ENGINE. Hardback, 


ins. 234pp. Publishedby 
George Allen & Unwin. Author: 
Nicholas F aith. Price £6.95. 


The story of Dr Felix Wankel’s 
invention, the rotary engine, is told 
in immense detail by economics 
journalist Nicholas Faith in this 
book, which suffers from a paucity of 
illustrations. The account deals 
partly with the technicalities of the 
unit, which the German scientist 
invented twenty years ago, but 
also covers the unexpect 
complex human and _ big-busines 
factors which affect a major inv 
tion like this one. It is an expensiv 
book but; for specialists and the 
technically minded, an important 
one. 


Topical 
subject 


TURBOCHARGERS 


Turbo Design—-Sizing & Matching -instailation Details 
Cantrois—-Carhiretion—intercopling Water injection 
Street & Race Cars —-Boata—-Motorcycies 
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TURBOCHARGERS. Paper 
10}ins by 8jins. 192pp. Publishedby 
H.P. Books. Author: Hugh Macinnes. 
Price $4.95. 


An important work in view of the 
forthcoming use of a t 

power unit for Formula 1 Grand Prix 
racing, this American book is dealt 
with in detail by our Technical 
Editor overleaf. 
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Just as I was about to prepare some articles on 
turbocharging, a new book came in for review, aa 
a very experienced American engineer, whic 


covers the subject from all angles. This volume is: 


essential reading for anyone who has turbocharg- 
ing in mind, and is likely to save the amateur 
enthusiast a great deal of money. Although much 
of the technique is reminiscent of aerodynamics, 
the mathmatical side is not nearly so daunting. 
There is a language difficulty, of course, some 
American engineering terms differing from our 
own, but these are not obtrusive. Although a fair 
amount of the material is angled towards the 
engines and equipment of the USA, the principles 
can be applied to any application. 

The book is Turbochargers, by Hugh MacInnes. 
It is lavishly illustrated and is produced, in 
paperback form, by H. P. Books at $4.95. 


n his introduction, the author states that there 


are 25 turbocharger kits available for cars, as well 
as many more for marine engines and motor- 
cycles. During the high-compression period of 
American engines, they could not be turbo- 
charged satisfactorily without using special fuels. 
Now that compression ratios have fallen, in the 
interest of low emissions of the oxides of nitregen, 
these engines can be boosted at 10lbs pressure 
without any expensive internal modifications. 
Turbocharging, in fact, can give minimum ex- 


haust emissions and maximum fuel economy. He. 


points to turbocharged diesels, which have im- 
proved power output, reduced fuel consumption, 
noise, smoke, and exhaust emissions, and longer 


e. 

Chapter 1 is on Supercharging and Turbo- 
charging. There are two kinds of compressors, 
fe displacement and dynamic. The positive 

isplacement type, as used formerly for racing 
cars, has the advantage of producing equal mant- 
fold pressure at all engine speeds. Its disad- 
vantage is the large amount of power required to 
drive it positively from the crankshaft. The Roots 
type, most often employed, has very low effic- 
iency and so unavoidably heats the charge, which 
is most undesirable. e vane type needs oil, 
because the vanes rub on. the casing, which 
reduces the octane rating of the fuel. The reci- 
procating compressor, as used on vast stationary 


engines, is too large and cumbersome for cars. 


All dynamic compressors are inherently high-- 


speed devices. They depend on accelerating gas to 
a high velocity, then slowing it down by diffusion 
to obtain compression. The process of diffusion 
consists ideally of slowing down the gas without 


Turbocharging 


‘turbulence, so that its velocity energy is con-. 
verted into pressure energy. 


The axial flow 
compressor needs several stages, but the centri- 
fugal type has the air in contact with the blades 
for longer, in fact a 4 to 1 pressure ratio in a single 
stage is not uncommon. 

A centrifugal blower runs extremely fast and is 
very difficult indeed to drive off the crankshaft, 
requiring a step- iP gear ratio of 1 to 20. Gears of 
such a ratio would strip on sudden changes of en- 
gine speed and a slipping clutch would have to be 
interposed to protect them. In the 1920s, 
American track-racing engines of 2 litres capacity 
were developing 300bhp, the centrifugal super- 


charger taking 60bhp to drive, so the engine 


could have given 3860bhp turbocharged, the 
author remarks. 

I would like to add that these American track 
racing cars, with engine-driven centrifugal com- 
pressors, proved totally useless for European 
road racing because they lacked low-speed torque. 
However, the Derby-Miller, driven by Gwenda 
Hawkes, held the lap record at Montlhéry for 
many years, proving that the principle was sound 
when maximum speed was the only requirement. 
The boost pressure increases as the square of the 
compressor speed, so an infinitely variable trans- 
mission between crankshaft and supercharger 
would be required. : 

The centrifugal compressor has an efficiency of 
better than 80 per cent, whereas the Roots is 
below 50 per cent. Furthermore, the centrifugal is 
a simple, rugged device, whereas the Roots can’t 
take a backfire, and even blow-off valves are no 
protection against the bigger explosions. So, the 
centrifugal type is the one to use and the solution 
to the driving problem is to adopt an exhaust- 
driven turbine. This does its best work in the 
same high revolution rage as the compressor, so it 


can be mounted on the same shaft without any . 


driving gears. No power is robbed from the crank- 
shaft, the energy used being normally wasted as 
heat and noise. 

Some writers have suggested that power is still 


robbed, in the form of exhaust back-pressure. This 


our author explains as follows. When the exhaust 
valve first opens, cylinder pressure is more than 
twice manifold pressure and flow through the port 
is unaffected. After the pressure drops below a 
critical value, manifold pressure will affect flow 
and the latter part of the exhaust stroke will 
require some crankshaft power. But, there is a 
reversed process, for inlet manifold pressure gives 
a down-force on the pistons during the induction 


Below: Cross-section of a typical turbocharger, showing path of exhaust gas 


into turbine and air out of compressor. The oil comes from the engine pump and 
drains back into the sump. Right: A turbocharger cutaway, showing 
compressor impeller in parallel-wall diffuser, with a glimpse of the turbine 


wheel. 
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stroke. Throughout the valve overlap period, the 
inlet manifold may be at 10lbs higher pressure 
than the exhaust, which effectively scavenges the 
clearance volume and can give 15 per cent more 
power than expected from the increase in mani- 
fold pressure, compared with a naturally 
aspirated engine. : 

In round figures, the exhaust temperature will 
drop 300 deg.F (133 deg.C) when passing through 
the turbine, which represents the fuel energy re- 
turned to the engine by the turbocharger. For a 
given fuel, more power can be obtained from an 
engine by turbocharging than by any other 
method; a turbocharger for 1000bhp may weigh 
only 25lbs complete. 

Chapter 2 covers turbocharger design. The first 
turbos had ball and roller bearings, water cooling, 
and a built-in oil Bem. Now, floating sleeve bear- 
ings are used and cooling is by air and oil, which 
comes from the engine pump. Babbited bearings 
could not be used because heat-soak after shutt- 
ing down would melt the white metal. The floating 
sleeve is not only advantageous in reducing rubb- 
ing speed, but it supplies a double cushion of oil, 
which is extraordinarily effective in damping out 
vibration. 

All turbochargers are now of similar design, 
ade a turbine at one end, the compressor at 
the other, and a bearing housing in between; with 
oil and pressure seals both ends, which are of vital 
importance. 

The compressor consists of an impeller, a 
diffuser, and a housing. The impeller accelerates 
the gas to a high velocity by centrifugal force, 
while the diffuser acts as a nozzle in reverse, 
slowing the gas without turbulence in increase 
pressure — and unfortunately temperature too. 
The housing collects the gas and is sometimes 
combined with the diffuser. 

A simple impeller, with straight blades and no 
curved inducer section, is inefficient. Blades 
should be curved to the same angle as the enter- 
ing air and such impellers, formerly expensive to 
make by the lost-wax process, can now be mass- 
produced with flexible rubber patterns. Shrouded 
impellers are still costly to manufacture though 
very efficient, but they suffer from dirt build-up 
oe eliminated the Cummins diesel at Indiana- 
polis. 

There are three types of diffusers; the scroll- 
type, which has a volute or snail around the out- 
side of the impeller; the parallel wall-type, which 


has an increase in its area from the inside 
diameter of the diffuser to the outside, pro- 


Gilbert Staepelaere hurls his Escort RS1800 towards another convincing Taurus win. 


Staepelaere’s bonus 


Patriotic timing errors — police activity discriminates against foreign — 


crews — Austrian challenge unsuccessful. Report: MARTIN HOLMES. 


‘“‘Tt really made a splendid birthday present 
for my little Escort”’, Gilbert Staepelaere ex- 
plained after he won the Taurus Rally in 
Hungary last Saturday evening. Exactly 
one year ago he took JJN 974 N to Hungary 
for the same event, on its very first outing, 
and won. Since then he has had an almost 
unprecedented run of success, blotted only 
by the Tulip and the Ypres events, and now 
to make a complete circle he had won back in 
Hungary again. He led from start to finish, 
and countered strong local support for the 
- native hero Atilla Ferjancz (Renault 17 
Gordini) whom he beat officially by a margin 
of 2m 28s, but ‘‘Vaillant’’, the Belgian’s co- 
driver explained that, in reality, it was 
nearer 4} minutes. Local enthusiasm for yet 
another Ferjancz victory (he has already 
won the Taurus five times) had gripped the 
timekeepers hard! 

In concept the Taurus is a straightforward event. 
There are four special stages to the north of the 
Balaton Lake, in a picturesque region. The first 
night sees drivers tackling these stages twice 
each, before heading for the little town of Sumeg 
for a two hour halt. Then the competitors repeat 
the stages, only this time in the opposite direc- 
tion. The stages are local favourites: indeed they 
are used for the other Hungarian international 
rally, the Volan, and present a mixture of sur- 
faces. 

Hungary borders on to Austria, and due to the 
special difficulties in holding major rallies in that 
country, the Taurus counts for the national cham- 

ionship of Austria, in addition to being a round 
in the European series. Being of-coefficient one 
few drivers competed with the more major series 
in mind, and indeed had it not been for a good 


entry from Austria the event would have been of © 


little more than national importance. 

Apart from the works Ford which is kept by 
Staepelaere m Belgium, the only other foreign 
competitors were nine West German teams, 

East German works Wartburgs a French Kadett 
— and that was it. There was 2 massive support 
from local crews: for a country where there are 


only 120 or so international rally licences, an 
entry of 66 cars makes one wonder how things are 
done! The French Kadett was entered by Gitanes 
for Herve Malbert and Yvan Berthon from Rouen: 


- an original five-speed car that has to compete in 


Group 2. They had very little opportunity to prac- 
tice having to repair their service car extensively 
after the long drive from France. 

The Austrian contingent was headed by three 
Kadetts driven by Klaus Russling, Georg Fischer 
and Franz Wittman. All were group 4 cars, Russ- 
ling’s being an ex-Smolej car with eight valve 
engine and a power output that the driver wanted 
to keep secret. Fischer’s had an old Irmscher unit 
that gave about 180 bhp in its youth and Witt- 
man’s a 208bhp Stock prepared engine. All had 
crossflow motors with carburettors. Wittman had 
been leading the Austrian series before the event 
— this being the fifth round. Josef Haider’s Opel 
was-an old non-crossflow Group 2 Ascona. The 


‘other leading Austrian was Josef Sule with a Car- 


rera. This was the same driver that went with a 
VW Golf to the Acropolis. Rose had come 
second on this event last year behind Staeperlaere 
after Ferjancz had retired. The route was abso- 
lutely identical (save for a different run-in) so pre- 
vious experience was a useful guide. 

A glance at the cars in parc ferme before the 
start on the northern outskirts of Budapest pro- 
duced: some surprises: a VW with old shock 
absorbers that are no longer homologated, com- 
plete with wheels turned round on their studs, 
there were many cars without laminated screens 
and some cars had oil coolers stuck well out at the 
front of the bodywork. Also lurking at the start 
were some police cars complete with camera ready 


to photograph anyone speeding. Soon they were . 


going to have business to do, just 12 km after the 
start, in fact. What annoyed most of the drivers 
who were caught was the off-handedness of the 
organisation to these checks. There were the 
inevitable stories about Hungarian crews being 
warned and the foreigners not (I did not hear of 
any Hungarians caught, which gives substance to 
this theory) but the story of Vic Dietmayer and 
Ossi Schwek with their Golf is typical. They 
were ele haps Ret es (no control 
board. the presence of a policeman visible at 


U2 TAURUS RALLY £0, 


his side) who said they must hand over ther time 

card. Why? Well, their rally was at an end, they 

had driven at 70 kph in a 60 kph limit, they were 
excluded. ‘‘No problem”, exclaimed Dietmayer. 

“Fine me if es must, but rally tions permit 

me to speed by 30%, a matter of 78 kph”. Look. 

the marshal explained. It’s all the same. I will say 

you did 80. Give me your timecards and go back 
to Budapest. It was the same for the all-girl Aus 
trian crew of Gaby Husar and Elisabeth Amadec 
with their Fiat 125S. ‘‘Go home”, they were told 

But Herve Malbert was adamant. “The speed you 
measured was not my speed. Can’t you see I was 

being overtaken at the time? I am continuing, and 
you will not stop me!’’ They didn’t, but they still 
disqualified him nonetheless. But for these lapses, 
and also that eternal matter of the timekeeping 
(‘‘Vaillant”’ said at one stage the arrival clock, the 
start clock and the finish clock all disagree!) the 
rally was most enjoyable, but is this good 
enough? With only two hours at Sumeg it was not 
possible to re-start in classification order, so only 
the Austrians who had men checking start and 
finish times really knew who was performing well. 
Even the Ford team, who assumed that Ferjancz 
would be their only serious competitor, had to 
resort to waiting at stage finishes for their rival to 
appear, so as to note the relative stage times. 

The Escort was quickest right from the start. 
Using Dunlop A2s on the gravel and Michelin 
TB5 on the asphalt, Staepelaere stormed away, 
leading on the road by virtue of his seeded one 
number 1, which gave Feriancz some problems 
when he was met with the dust of the car in front. 
At the end of the first stage, the long one, cars 
were catching each other though surprisingly 
there were no accidents for this reason. On the 
first stage the Escort led by 16 seconds from the 
Renault and another five from Wittman, on the 
second stage to count the lead was extended by 
another eleven, back again at the first long stage 
it was another 15s, and so on. Wittman was one of 
very few retirements when his engine failed. 

At Sumeg the Austrians reckoned that the 
Escort was 86 seconds ahead of the Renault, 
which in turn was 96 seconds ahead of the first of 
their cars, the blue Ascona, with Sulc’s Porsche 
another 38 seconds behind, just holding off Russ- 
ling. Fischer had been slowed by minor troubles 
and was a provisional sixth. But these were defi- 
nitely provisional. They cancelled the second 
stage and the competitors could not fully re 
concile the other times. The proposed parc ferme 
was cancelled so competitors could work as they 
pleased on their cars. Staepelaere had taken a 
caravan there so he could rest whilst his two 
mechanic friends worked. 

The next stage was a tarmac one just south of 
the town, and here Fischer felt a terrible imba- 
lance on a front wheel which only cured when they 
fitted a knobbly tyre. Gunther with the RS2000 
was also suffering punctures, two in all whilst on 
stage 13 both the Escort and the Renault punc- 
tured their left rear tyres after 1.km. ‘‘Vaillant” 
measured the time difference at the end and found 
to his relief he had beaten the Renault notwith- 
standing their problem. He was wild when they 
found that he had mysteriously gained a half- 
minute. “What can you do?’, he asked after 
wards. “The marshals all speak Hungarian with 
each other. You cannot argue with them!” 
Luckily it was not important for them and the 
Austrian Porsche driver who was due to come 
third never knew what Feriancz’s actual times 
were. Haider lost a half-minute and possible 
fourth place going off the road on stage 13 but 
continued without trouble, some 20 minutes 
ahead of the next best Group 2 car, the luckless 
French Kadett. Janusz Toth crashed his BMW on 
stage 10 putting his co-driver in hospital with a 
broken arm but otherwise the rally finished with- 
out drama. The next morning the results were dis- 
press and the superb pottery awards distri 

uted. For Staepelaere it is business as usual next 
week, the Limburgia rally in Holland and 
Belgium, a counter for the West European cup 
which presently he is also leading. The next ECR 
event is the San Martino di Castrozza_in Italy, 
rated by Italians as their favourite event of the 
year. 


Taurus ee! 
Hungary —13/15 August — ECR coefficient 1. 


Escort = 
Opel Kadett GTE) 6330: 8 Gyorgy 
AntalffyUanos Tandari (Renaut 12 Gordini) 6386: 9, Ruco® 
Swhi Erich Svanda (BMW 2002)6464: 10. Josef Fokies Peter Daley 
(Poisic Fat 125)6703. 
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Powder problems 


As a fireman, employed by a large motor manu- 
facturer in the wilds of Essex, and as one in- 
volved in running a Formula Ford team, I feel I 
must point out a deficiency ,in the in-car fire 
tection. During a trip round the paddock at 
erstone over one weekend I noticed that most 
Formula Ford cars carry two extinguishers as laid 
down in RAC regulations, most of which are of the 
dry powder type. These extinguishers have one 
great drawback: in tests witnessed by myself they 
are not really effective in putting out acarfire. 
These tests were carried out in the following 
manner: for every one poms of extinguishent half 
a litre of petrol was added to one litre of water in a 
metal tray and then set alight. A test used by the 
Surrey Fire Brigade, I believe. The result was 
that the dry powder could not extinguish the fire. 
Two extinguishers were used; one had been fitted 
to a vehicle, the other a new boxed unit. The 
reason for this was that on a car the powder packs 
down hard in the container and when activated 
blocks the outlet. Of the two the new one was 
slightly more effective than the older one, but 
neither could completely extinguish the flames. 
Bearing in mind the importance of the in-car 
equipment in protecting driver and car, everyone 
should be aware of the ineffectiveness of dry 
powder compound with B.C.F. I have also wit- 
nessed tests on B.C.F. and it has proved to be far 
more effective, although it is more costly. But 
what is better, a burnt car and a few pounds in 
your pocket or a car virtually undamaged and the 
driver unburnt? B.C.F. has one other advantage; 
it does not leave any mess behind it. Please, 


drivers, think about fitting effective fire equip-— 


ment. 
CHELMSFORD, ESSEX 


Cart before horse | 


Every follower of motor sport will rejoice that 
Niki Lauda is recovering well from his serious acci- 
dent at the Nurburgring Grand Prix, while at the 
same time offering heartfelt praise and admira- 


J. V. FURNER 


tion to Guy Edwards, Brett Lunger, Harald Ertl - 


and Arturo Merzario, who bravely followed the 
tradition of Mike Hailwood and David Purley in 
facing a fierce fire to rescue their fellow-driver. 
Once again, in a troubled and often farcical 
season, the public sees Formula 1 racing, alleg- 
ey the pinnacle of the sport, at its worst and 
t 


st. 

Already, the popular press is hinting of ‘killer’ 
circuits and those who truly love and support 
motor racing will no doubt watch powerlessly as a 
concerted attempt is now make to remove the 
Nurburgring from the calendar of Grands Prix 
events. 

With a sense of crushing inevitability, we see 
the apparently irreversible process of emascula- 
tion of a sport which once presented a challenge 
accepted by drivers and spectators alike as an ex- 
perience far removed from anything that could 
possibly be encountered in the normal spheres of 
motoring. 

Spa-Francorchamps, Reims, Rouen and 
Clermont-Ferrand have gone from GP racing, the 
Nurburgring and Montjuich almost certainly will 
be removed next year, Monza and Silverstone are 
neutered by chicanes (those at Monza causing 
unecessary destruction year after year). 

The whole purpose of Grand Prix racing is that 
it is Road Racing, and of a type peculiar to 
Europe. Once we lose this already-tenous connec- 
tion, Grand Prix racing will be officially dead, and 
might as be run on clockwork ovals like dirt cars. 

There is nothing basically wrong either with the 
drivers or the great road circuits. Our current 
crop of drivers are brave, skilful, and highly com- 
petitive, lacking only a ‘superstar’ with the 
obvious greatness of a Fangio, Moss or Clark. 

The road circuits can, given a modicum of will- 
power by the organising clubs, be improved to 
e@ceeptable standards of safety without ruining 
their intrinsic character. 

The only basic fault which we are left with is the 
ears themselves, and those who build, present and 
run them. The connection between a Grand Prix 
car and any vehicle now built for the alleged con- 
yveyance of people is now so remote as to be ludi- 
crous. - 

We have our priorities completely wrong, when 
constructors demand that roads be made to suit 


their cars, when surely the exact opposite should 
be the case. If a id Prix car cannot be driven 
on a road 


tions governing its construction, that should be 
changed, not the other way around. 

It is time to scrap the whole concept of the F1 
car, and return to a type of vehicle which can at 
pat be related to conditions pertaining to real 

e. 

Perhaps, while suitable new regulations can be 
formulated, we could return, as in 1952/1953, to 
Formula Two for the continuance of Road Racing. 

I believe that any potential Formula One car 
Lode comply, at least, with the following condi- 

ions: Y 
1, Havea ound clearance not less than the 
average high performance sports car. 
2, Be capable of being re-fuelled (with the 
; driver out of the car) at the pits during a 
race. 
3, Be capable of having all wheels changed in 
under 30 seconds. 
4, Be capable of lasting a race of at least 2} 
hours’ duration. - 
5, Have front and rear tyres of identical 
dimensions. 

Furthermore, the use of slicks must be banned. 
They have been es dangerous in everything 
except ideal conditions, and entrants should be re- 
quired, at the end of the final practice session, to 
register with the organisers the type of tread 
pattern which they will use in the race (in other 
words, an all-purpose tyre). If this means that 
tyre-builders must provide a patterned tyre which 
will not overheat in dry conditions, then so be it. 
This is what happens in normal road conditions, 
and would possibly be of far more benefit to 
development in the short term, let alone the long 
term. 

The safety aspects of today’s Grand Prix cars, 
whilst capable of improvement, are extremely 
good, notwithstanding Niki Lauda’s so-far unex- 
plained accident. It will be seen that basically the 


whole degeneration of Formula One cars from. 


super-performance road vehicles into slot-track 
freaks can be placed mainly on tyre development, 
and the lack of suitable regulations governing the 
use of tyres. This is not the fault of the manufac- 
turers, who will obviously do their utmost within 
the existing regulations — far from it — but pro- 
gress must be channelled into proper and rele- 
vant directions. ; 

In this 1976 season, which started with such 
great promise, and which now appears to be disin- 


‘tegrating into a chaos of tragedy, farce, and petty 


objections, let us begin to take a long, hard, and 
above all realistic look at this sport from which we 
derive so much interest, exhilaration, and an 
occassional appreciation of something superla- 
tive. Let us try to influence those who must 
control the sport to take firm action to assert 
their authority again, and to do so in a way which 
can be seen to be both relevant and progressive. 

Once the government of motor sport slips out of 
the hands of enlightened amatuers and into the 
hands of the total professionals, it will be a sad 
day for us all, and one from which it may be im- 
possible to recover. 

The total fiasco of the Olympic Games should 
bea stark reminder, if any is needed, of the depths 
to which something which we still like to call- 
‘sport’ can be dragged down. 

Finally, whilst Niki Lauda recovers in Mann- 
heim, let us honour a brave, skilful, and dedicated 
driver, who has been so instrumental in the wel- 
come resurgence of Ferrari over the last two 
years. Let us offer sympathy to his wife and rela- 
tives, and let us hope that he will drive again for 
the red cars of Italy. Motor racmg would be a 
poorer thing without them. 


HESWALL, WIRRAL J. L. MARSH -LYONS 


World of Sport | 
— to be congratulated 


How about some congratulations to ITV for their 
World of Sport coverage on the British and 
German Grands Prix? 

While the backword thinking BBC flap about 
like old women, ITV step in and provide just what 
the motor racing enthusiast wants. Especially 
those who cannot get to see the major meetings. 

I urge all readers of the magazine to write to the 
producers of World of Sport, and encourage them 
to continue with their coverage — unafraid as 
they are to mention the commercial sponsors — 
per mY the life blood of current F1 racing. 


WwW done ITV, and thanks AUTOSPORT for a 
fier, Nom Wi 
TYL. NORTH WALES RoBert HEWITT 


the editor is not bound fo agree with readers opmions 


BMRMC — help offer — 


With reference to Mr Farmery’s letter on ‘Free 
lances’ (Aug. 12), I would like to point out that the 
British Motor Racing Marshals Club has over 
1200 members, the majority of whom are fully 
trained in the various marshalling duties and that 
we would be only too pleased to provide assis- 
tance to our foreign colleagues should we be re- 
quested to do so. In fact, many of our members 
already go abroad each year to help at Continen- 
tal race meetings as individuals. 
MILTON KEYNES Ray DARVILL 
National P.R.O. 

B.M.R.M.C. 


Roll bar re-think 


It is good news to hear that the world champion is 
on the way to recovery, and-we must count our- 
selves lucky that the consequences of his terrible 
accident were not worse. 

It seems clear from the evidence in the press 
that Niki’s lung and throat damage was caused 
by the inhalation of poisonous fumes, made poss- 
ible by his helmet being torn off in the accident. 
Had it stayed on and his life support system 
worked, not only would his lungs have been less 
severely damaged but his burns would probably 
have been substantially less as well. The problem, 
therefore, would seem to be how to keep the 
helmet on. 

I have long been unable to understand why it is 
not possible to design a rollover bar which is 
mounted directly over the driver’s head. If such a 
rollover bar had front and back supports, thé 
driver’s helmet and therefore head would be far 
better protected. I believe that something along 
these lines was tried on Teddy Pilette’s Lola last 
season, but it does not seem to have caught on. 
This type of rollover bar would have the added ad- 
vantage of protecting the driver in the event of a 
car going under the armco barrier as happened to 
one of John Surtees’s drives at Watkins Glen two- 
seasons ago. 

While it may be unacceptable that some tracks 
are sub-standard in the safety field, I feel that we 
should still make every effort to improve safety 
standards on the cars. In this way, we can reduce 
the overall deficiency in the field of safety. 


LONDON, W2 


Disappointed 


I would like to express my disappointment in Mo 
Nunn for the way in which he has criticised Chris 
Amon for his actions at the Nurburgring. 

A driver is entitled to his own opinion and not 
ii that of his sponsor or manager forced onto 

im. 

Perhaps Mo would like to take a ride around the 
"Ring holding onto the wing of Chrissey’s 
frangible Ensign. 

PAPAKURA, NEW ZEALAND R. K. Loy 
P.S. How about it Enzo? Our Chris has still got 
some winning years ahead for him. 


MARK LORIMER 


Then as now? 


Twenty-five years ago this week (August 
17 1951), AUTOSPORT s Editorial concerned 
itself with the prospects of Stirling Moss, 
lamenting the lack of a competitive British 
Grand Prix car for him to drive and advis- 
ing Stirling to take up the offer of a Ferrari 
drive. Of course he never did... . At the 
Erlen F2 race in Switzerland, the Ferraris 
of Peter Whetehead and Rudi Fischer 
finished 1-2. Much excitement surrounded 
the new F3 Arnott which featured torsion- 
bar suspension . . . . Inflation really has 
gone mad: in 1951, oil cost 1746 (85p) per 
gallon! The issue also carried a report of 
the Boreham meeting: the main race was 
won by Brian Shawe-Taylor’s ERA. In the 
F3 race, Bernie spun again - . - . (see lest 


James 


Hunt 


With Niki Lauda out of action and Ferrari 
withdrawn, the driver who now stands 
effectively at the top of the World Champ- 
ionship tables is James Hunt. And who, a 
year ago, would have predicted that? 

As James himself says, ‘‘I had a pretty 
funny career up to Formula 1.”’ Indeed, but 
three years ago he was just one more would- 
be racing star who had had his chances and, 
apparently, blown them all. But in the 
Spring of 1973 he was rescued by an unlikely 
real-life fairy tale incorporating an English 
Lord, and in the face of initial outright 
ridicule the flamboyant young man with the 
bright blond hair came good. He matured 
steadily, won a Grand Prix, and stood in the 
right place in the important people’s estima- 
tion when — again an unlikelihood — a seat 
opened up in one of F1’s best teams at the 
very moment he needed it. 

He repaid the confidence right away by 
earning pole positions in the opening rounds 
of the year, and despite ups and downs both 
mechanical and legislative he has now won 
four of the season’s first 11 Grands Prix. By 
sheer talent unrelentingly applied, James 
Hunt has brought himself up to Marlboro 
Team McLaren’s standard of excellence, 
and at the moment they obviously have the 
1976 World Championship within their 
grasp. 

Before last Sunday’s GP in Austria, 
James spoke to PETE LYONS of the season 
so far and of how he viewed his prospects. 
Through it all comes a sense of the lively 
intelligence coupled with measured self-con- 
fidence that has enabled him to profit by all 
his experiences during three turbulent 
seasons rising towards the top of F 1. 

I had reckoned that even without Niki the major 
ection was still going to be Ferrari. They have 
the best car, there’s no denying that, and when 
you have the best car it makes, life a little bit 


- easier. 


So I’m a bit surprised they’ve pulled out, but I 
would think their ranks were in a little bit of con- 
fusion quite apart from the accident. Their 
reliability and their luck seemed to have deserted 
them and Regga had been making a whole series 
of mistakes, which doesn’t help a team. But they 
have a lot of resources, I mean a lot, and I would 
have thought they could have got themselves 
together. 

Now, I would say it’s Jody who must be the 
main threat. The Elf Tyrrells have been going 
well, they’ve been very, very consistent, Jody’s 
been scoring points regularly — particularly 
recently. Lotus are getting quicker, but at the 
moment they haven’t found the combination of 
speed and reliability that really is required. 
They’re on the verge of it, but I don’t think that 
whatever they do at this stage is materially going 
to affect the Championship. 

But my main rival for the rest of the season is 
going to be me. We’re in a good position now, 
we're on form, and I would say that to all intents 
and purposes we can beat Jody on the road right 
now. So our job is going to be to finish races; we're 
competitive enough to overhaul Niki’s points 
situation if we do that. 

Are you going to have a tendency to slack off a 
little, perhaps? 


No. No, not yet. I don’t need to do that. I believe 


that, ah, attack is the best form of defence, right? 
I start driving really defensively, just 

sitting one place ahead of Jody in a race. It’s com- 
letely against my nature anyway, and it’s no 
loody good because I'm only picking up the odd 
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port on him every time and all of a sudden I 
reak down or he has a win, and he’s in front of 
me. 

So I’ve got to get out there and open up a big 
gap. Andit will never get to bea defensive aivine 
situation, because if I succeed in opening up a big 
points gap then I’ll not ave to drive defensively 
and I'll attack because I want to win the race and 
have fun. That’s what it’s all about! 

The word “fun”; do you actually have a sense of 

“fun” when you're competing in a race? 

Ah. ... Not really, no. No, it’s too serious a job. 
Much too serious a business. 
I suppose I enjoyed my last lap of the 


Nurburgring, last time. I mean the thing was very. 


much overshadowed later on when we heard 
about Niki, but at that stage we didn’t realize he 
was badly injured and I was able to relax very 
much and, ah, just enjoy driving round, being out 
there. 

But you don’t often get moments like that in 
Grand Prix racing these days. The enjoyment is 
more the satisfaction of doing a good job. The 
races are too tough, they’re beely hard work, 
you know? I’m knackered when I finish a Grand 
Prix, and it’s not just the concentration or the 

ressure not to make a mistake, to drive the very 

est you can. ; 

How would you rate your own driving perform- 
ance so far this year? 

Ah. ... well, I think it’s largely been pretty good. 
Yes, I’m pretty happy with it. One always has 
reservations; I mean taking it race by race I wish 
I were starting better. My starts have been very 
poor, by and large. I made better ones last year. 

Making starts. ... Well, the Ferrari’s got to be 
an easier car to get off the line because it’s got a 
better engine for it. Starting a Ford-engined car is 
a compromise, in that if you give it the big boot- 
ful, the big drop on the old clutch, you can really 
light the back wheels up and that’s a terrible 
start, you just sit there with the back wheels 
spinning, ment But if you do it the other way, the 
best possible start, run it on the clutch all the way 
at about 8000 so the engine's really on the cam 


and slipping the clutch like a fiend, it just-roots 
the clutch. It’ won’t take that. You end up with it 
cooked, slipping. I’ve done that t wice. 

So what you have to do is compromise some 
where between — and this is ‘an example of the 


things you learn by bitter experience. You learn 
that it’s better to risk doing a bad start than not 
getting away at all. You see? Particularly if you're 
off the front row, you can’t cheat when you're on 
the front row! 

Plus, I have a tendency to use long first gears 
for, ah, reasons round the circuit often, where 


"some people don’t bother, so they’ve got a short 


first. 

But I’ve made a couple of good starts, you 
know, this year, but times when it didn’t really, 
ah, matter. I made probably the best start I’ve 
ever made in my life at Silverstone this year. It 
was just the perfect start, I couldn't hope for a 
better one. Do you remember that? Everything 
gripped and there was no slip or anything and the 
thing just streaked away, it was amazing. But it 
was a non-championship race. And of course it 
was good that I got a clear run at the ’Ring the 
second time round, that was very important, but 
the opposition was severely weakened without 
Niki, you see, my main worry was gone. 


Apart from the starts, how about the rest of it? 


ell, in Sweden I was particularly pleased with 
the way I drove, because the car wasn’t very good 
there; it was really terrible. It was trying to spin 
every time I. turned into a corner. I went really 
absolutely on the limit and over it, I had several 
spins during peers but I managed to producea 
time that I didn’t really think was possible. And 
in the race I was really pleased with my fifth, I, 
ah, you know, think that was the best driving per- 
formance I’ve done this year. Because it was 
against enormous difficulties. 

And I think McLarens were pleased, too, that 
was the time they made particular mention that 
they were happy with me, and that made me 
happy that everyone were pleased with me. To 
sort of keep the thing pointing the right way at a 
point-scoring speed was very gratifying. > 


J 


James Hunt 


continued 


Could you have done that a year or so ago? Or has 
something basic changed in your driving? 

No, I could have done that with the Hesketh, 
largely. I think I’ve, you know, consolidated a 
little bit of experience, but I don’t think there’s 
been a major change in my driving. I think I’ve 
been able to produce slightly more aggressive 
driving this year, slightly more aggressive with 
control, as it were. Just getting in there and 
having a go. 

Actually, I was thinking the other day that it 
was a very good thing that I was with Hesketh as 
om! as I was. Because if this had happened a year 
earlier I wouldn’t have been able to do nearly as 
well given the competitiveness of the McLaren. 

Because with Heskeths we used to spend a lot 
of time examining ourselves. Bubbles used to 
exercise tremendous discipline. I would actually 
get into trouble with Bubbles if I would talk to 
anybody else after a practice before I’d sat down 
and he’d wrung the truth from me and we'd all 
had a big post mortem. 

Whereas McLarens don’t give me any discipline 
at all. They let me do exactly what I want to do, 
they don’t take any notice of me. The debriefing 
sessions we have at McLarens aren’t the- same 
sort of thing at all. I mean we sort of discuss 
something if we feel like it but if nobody wants to 
talk we don’t. ; 

What I’m saying is that, because we had all 
that at Hesketh, I really learned the hard way 
about what you need to know, and I got a very 
good background of experience there that’s 
helped mea lot this year with the McLaren. 

Anexample ofthat wasthat at the’ Ringthistime 
we didn’t even try any of the othertyres that were 
on offer there, we just liked the set we went out on 
straight away and stayed with them. Because we 
knew from experience we weren't going to go any 
better on any other type of tyre. That sort of 
thing, we don’t waste time, whereas in the 
Hesketh days we would have had to run through 
all those tyres because one really didn’t know. 

We've been able tosimplify a lot this year. Iruna 
very simple report system, I only report things 
that matter. I think McLarens probably appre 
ciate that, because we don’t surround things with 
a lot of BS. W3 don’t make changes for the sake of 
making changes, if the car’s already good. And 
because the car’s been good — when it’s going 
well — we've been able to concentrate on the 
important things to do with it. Such as, you know, 

iving it stick! 

ames, why do you reckon McLarens is such a 

ood team? : 

ll tell you what the secret of the McLaren team 
is, it’s the intelligent use of experience. They have 
an enormous wealth of experience, which is very 
easy to misapply, but they approach it and view it 
intelligently. 

Another thing is, you know a lot of people go on: 

-and say, ‘‘Oh, it’s McLaren tyres, or it’s Ferrari 
tyres”. And they’re wrong, they’re_ completely 
wrong. It’s just that McLarens and Ferraris and 
one or two other people to a lesser extent have 
done the testing to suit their cars to the tyres; it’s 
the other way round. And a lot of the credit, in 
fact all the credit, is to the work that McLarens 
did last year with Emerson. They did a lot of work 
on the car last year and they went through some 
pretty terrible areas, but they got the car good in 
the end. 

Why was it this year, do you reckon, you seemed 
to go into a slump after Spain? Why did you come 
out of it? 

Well. You really would have to ask Teddy about 


that. And I don’t think he’d tell you! Because - 


we'd made a bit of a cockup and we moved some- 
thing, and when we realized it and moved it back 
everything was all right. 

No, I’m not going to tell you what it was! It 
might help other people; I don’t think so, but it 
might. But it had nothing whatsoever to do with 
the kinds of circuits we were racing on, and it had 
nothing whatsoever to do ‘with the regulations 
thing, you know, after Spain. 

The trouble is, you see, I would like to tell every- 
body what it was because there’s a strong feeling 
that we must have been cheating in Spain, getting 
an advantage, and as soon as we narrowed the car 
we were useless. But it’s just nothing to do with 
that at all. 

Certain drivers get out of the old Hesketh, that is 
the Williams, and say it’s a bad car, doesn’t 
handle, no grip. - . - 5 7 

Weil ..-. set it up. That's their fault. 


No? Getting a car right, within reservations, is a 
combination of a driver and a team. 

The McLaren doesn’t feel to the driver, any 
better a car than the old Hesketh did. The 308 
used to handle just as well, when it was handlin 
well, as the McLaren does when it’s handling well. 
They feel exactly the same, they go through the 
same motions, you know what I mean? Except 
the McLaren would appear to be slightly more 
efficient, it does everything that it does that little 
bit faster. 

Which is faster than a driver can detect. I mean, 
if you took me down to a circuit and set me in one 
car and got me really comfortable with it, right? 
Lot of laps. Then a week later put me into the 
other oneunder thesameconditions, and didn’t tell 
me any times and took away from me any measur- 
ing equipment, disguised the use of the rev- 
counter for instance — I wouldn’t be able to tell 
you which was the better car. If you’re only. one 
mile an hour faster round the whole track, well 
who can tell the difference, from the feel? I mean, 
they go through the same motions. 

Why was it that at the beginning of last year you 
twice spun out of the lead of a race, at Buenos 
Aires and again at Barcelona? Then you seemed 
to stop doing that, in the popular conception 
anyway, at Zandvoort. 

Yes. It was inexperience. I was, funnily enough, 
you know, cracking under the pressure. I was so 
worried about it, leading, that I was busy telling 
myself to be careful — that when I got to the next 
corner I was still talking to myself and not con- 
centrating! I finally worked out that you had to 
just sit and relax and get on with it, just drive 
normally the way you do when you're not leadin 
and not spinning, I think in a way it was a goo 
thing because it gave me, you know, a good 
lesson. You learn all the time. , 

You see, you get a bad training in Formula 3. In 
the days when I was running in F3 it was, in a lot 
of ways, a disadvantage to be leading, because it’s 
very easy to overtake, you'get a good tow with an 
F3 car. If you’ve got somebody right up your 
chuff, chances are he’ll be coming past at any 
moment. ; 

Whereas in Fl things are very much the 
reverse. It’s very, very difficult to pass in Fl, 
because of the wings getting messed up, and you 
can’t get very close to the car in front. It took me 
a while to realize that, despite all the years I spent 
in F1 cars following other people and not being 
able to get past them, when youre in the lead of a 
GP you're really on top. All the problems belong 
to other people. No matter that they’re breathing 
down your neck, they still can’t find a way round 
you. 

You see, you've got to remember I had a pretty 
funny career up to F1 and I didn’t win any races. 
So I didn’t have any practice at winning — and 
you definitely need practice. I’ve got a bit of 
practice now and getting into the mood for it, and 
once you get into the lead and realize you’re really 
the guy in charge, you get confidence and you're 
in much better shape. 

You said ‘mood.’ That’s an interesting word. 

Ah, well, look at Monte Carlo this year. Our 
practice was disastrous, not the least of which 
was the handling of the car. But on Sunday 
morning we got the car quite good, I was very 
quick in the warm-up on full tanks. But, I mean, 
quite frankly there was hardly any point in 
running the race. If you don’t start on the first 
two rows you can forget Monte Carlo as a race to 
win, because you can’t overtake. All right, I had a 
spin. I spun through lack of interest. Look, I was 
catching them up after I spun at two seconds a 
lap, I was lapping in the same times as Niki who 
was leading the race — when I caught that stOur 
at the back I didn’t even look like passing them. 
wasn’t even able to have a sniff at passing them. 
That’s not a motor race, that’s just a stupid 
procession. 

Not to open too sorea subject, how about the Tour 
of Britain? Do you feel now that maybe you made 
a bit ofan ass of yourself? 

No. I don’t think I did. The police incident was, 
ah, really weird; you know, I can’t really comment 
on that because I don’t know what’s happening 
about it. 

As far as the Tour itself is concerned it was just, 
you know, a very unfortunate day. It’s a pity I 
ever got up that day. That sort of thing happens, 
but the trouble is if I have a bad day in England 
everybody’s looking at me, and you know, not 
living in England I’m not very used to that. I only 
behaved, in my opinion, in a very reasonably 
restrained way, considering all the various 
aggravation that was flying at me. Every time I 
opened my mouth, made any sort of comment at 

I got a big load of earache from the press and 
every else. 


. Facing page, top: a dramatic moment as Huntand 
Laffite tangle at one of Zolder’s chicanes. Below 
left James acknowledges the crowd after the 
British Grand. Prix. Below right the Spanish 
Grand Prix — and reinstatement for Hunt. 


Is the Tour the sort of event you'd like to do 
again? 
Ah. . .. it’s difficult to say. I’ll tell you what, over 
several years I have learned that one-off events 
out of your own, ah, caveat are not a good thing 
to do. I mean to do a good job in any sort of car in 
motor sport, there’s more to winning events than 
just climbing in and driving well; there’s a whole 
lot of experience and knowing how to handle 

situations, and, I mean, one-off events have a 

tendency to backfire on you. 

I mean, I could jump into any F2 car, right? 
And drive it just as relatively quickly as I drive 
my F1 car. But to go out and do well in an actual 
race is a very different deal. You’ve got to get 
used to the car and the team. How are you just 
going to jump into it? The car doesn’t fit, the 
-mechanics don’t know me, we don’t work as a 
cohesive unit. It’s a team effort, you know? 

An extreme example of that was the IROC race 
last year. I’d never driven anything like that 
before, that IROC Camaro, nor had I ever driven 
on a banking before, and I put the thing on the 
front row. In the same car as all those other to 
aces, right? And I was very pleased with myself. 
But I got in the race, and I hadn’t a clue! Didn’t 
know whether it was Monday or Tuesday. 

_ Because of all the drafting and this sort of thing. ! 
was right out of my depth. To tell you the triith I 
was scared shitless! , 

And in the second race I wasn’t much use, but 
by the third race I got it together, at Riverside. 
I’d had a spin, because pushing and spinning is all 
part of the fun and games there in IROC, and I 
was back there at the back — but suddenly I got 
the message and I began to really go well. In the 
second half of the third race. ’ 

By which time it was too late for the IROC 
Series 1975, but I’ll be back this year and I'll 
know a lot more about it. 

So there are all these sorts of factors, you see; 
the days have gone when motor racing was a 
simple enough subject that just being able to 
drive fast is just good enough. It’s much, much 
more than that. 

Expand on that. : ‘ 

Well, I mean driving fast is still the ultimate 
criterion, right? Some people win GPs and other 
people don’t. But you’ve got to beable to do much 
more. A lot of it, it’s difficult to expand. It’s all 
rather intangible stuff, you know? This business 
of knowing fon to get sobs position, I mean being, 
able to read the situation and know when to go 
out and when there’s no point. Knowing just how 
important your practice time is; on some circuits 
more than others, see, you'll put more effort into 
just setting up your car really well for the race, 
and be quite happy to be on the third row because 
overtaking is easy enough that it really isn’t 
going to matter too much. Those kind of circuits 
are getting fewer and fewer, but Austria is one of 
them. 

And that’s the whole thing, knowing things like 
this. And working them to your advantage. 
You’ve got to know your business, in considerable 
detail. And it’s not just experience; based on 
experience you have to make some very quick 
decisions too, both in practice and in the race, 
driving decisions. 

And I’ve really learned that this year. I thought 
that knowing a lot through experience was 
nearly enough, but as I say it’s more than that, 
it’s being able to snap those decisions out, based 
on the experience you've accumulated, in no time 
at all. No time to think them over, just bang. In 
practice and in the race and on the grid even 
sometimes. . 

I'll give you an example of what I did at the 
’Ring. ... No, I won’t! I might want to do that 
again to somebody this year! 

You see, the mood thing is important, because 
once you get in the mood and get confident things 
get easy. There was a point at the beginning of 
this season that I broke down, but I was behind 
Niki and we were very closely matched. He just 
had the edge, but it was a tiny, tiny edge. And I 
always said, half of that was the fact they were in 
a winning streak and we were not. It only needed a 
tip of the scales and we’d get into a winning 
streak. It’s a very, very fine ce, and it only 
needs to swing a little bit. I was not worried after 
the first couple of races, by any means. - 

And then you know it di swing. and were ina 
pretty good position, and now = = my jobto keep 
it that way. 


+ 


MITOSPORT AUGUST 19.1976 


—— She i 


VIC 


Elford 


Was Vic Elford one of the greatest virtuoso drivers of all time? In 
examining his career as a rally driver through Triumphs, Fords and 
latterly the amazing exploits in Porsches, GRAHAM ROBSON sees this 
part of his versatile career as just a prelude to great things on the race 


track... 


My problem is to pin down the real Vic 
Elford. There were several of them — Vic 
the navigator, “Quick Vic’’ the apprentice 
driver, Vic the master of 911 Porsches, and 
Vic the consummate artist in a 5-litre 917 
Porsche. I should also consider the Elford 
who drove Triumph TR4s like Minis, Lotus- 
Cortinas like nothing on earth, and other 
racing Porsches as if they were go-karts. So 
which is the ‘real’ one? 

This is the profile of Elford the rally- 

driver, but we can’t ignore the rest of his 
career. Rallying in Triumphs, Fords and 
Porsches was, as it happened, just a prelude 
to great things on the race tracks. 
There was that unbelievable debut in the 1968 
Targa Florio, when he drove a 907 sports-racing 
Porsche like a rally car after a 20-minute delay 
tyes — 20 minutes) for repairs, broke the Little 
Madonie lap record repeatedly, and won the event 
fwith Umberto Maglioli) by three minutes. 

There was the Grand Prix debut later that year 
in a streaming-wet French Grand Prix, when he 
drove a Cooper-BRM into fourth place. 

There was the splendid Le Mans drive with 
Dickie Attwood in 1969, when the two kept a 
Porsche 917, which handled like a pig, in the lead 
od more than 18 hours before it broke up under 

em. 

There was the high-speed shunt in the German 
Grand Prix a few weeks later when his Antique 
Automobiles McLaren ran over bits of an already- 
crashed Lotus, flew into the trees, and mangled 
his arm so badly that we thought he would never 
drive again. He did, and quickly, too. Only Seppi 
Siffert, and Pedro iguez could drive a 
Porsche 917 faster; even Jenks was impressed. 

My own special memory is of Elford driving his 
911T on to the Quai Albert le at the close of the 


Top: Elford on the 65 Alpine Rally with a Lotus- 
Cortina. The car broke an hour before the finish 
while holding the lead. Below: A classic shot of 
Elford during his out-driving of Toivonen to win 
the 68 Monte Cario Rally. 


1968 Monte Carlo Rally. It had been a quiet and 
decorous arrival, with that fabulous flat-six 
engine puttering away at the back of the brutally 
efficient red rally car. 


The car stopped. Engine revs suddenly rose in 


one gruff, triumphant, bark. Then silence. Vic 
looked across at me, grinned, winked, then 
reached for the inevitable Gauloise cigarette. 
Then he just sat, and stared into nothingness. 

He had proved it, yet again. He was good 
enough, hie he didn’t need a Finnish name to rub 
it in. Let Stuart Turner and Henry Taylor put 
that in their pipes and smoke. 

The point was that, more than anything else, 
Elford had proved his worth to team managers he 
did not particularly get on with. There were 
several of those, and with good reason. Ifthe rally 
car was not good enough he could be bitingly 
critical, persistent, and even ready to go to higher 
authority to demand improvements. If the 
manager didn’t measure up to his own standards, 
he would move on. Elford drove for five works 
teams in the first seven years, and it wasn’t only 
itchy feet which prompted this. 

He was, above all, a perfectionist, in his 
demands of a car, and of himself. Not until he 
moved to Porsche did he find machines which 
truly came up to expectations. But even the 
urbane Elford was taken aback by Porsche at 
first. With David Stone, he went along to Stutt- 
gart to collect a practice car for the 1967 Monte. 
The conversation went rather like this: 

Elford: ‘‘Fine, so this is the car. Where are the 
spares?” 

Von Hanstein: “There are no spares.”’ 

Elford: ‘‘Oh, I see. You’re sending a service car 
along too?” 

Von Hanstein: “No, there’s no back up.” 

Elford: ‘‘But what about the things that might 
break, or wear out?” 

Von Hanstein: “They don’t. Porsche don’t build 
rally cars likethat!” 

He might have been a 
didn’t mean that his rallying came easily. In 
Makinen or Clark terms he certainly was not a 
‘natural’. Indeed, he has often been described as 


erfectionist, but that 


Vic’s first “freelance” drive of 1967 produced a third place on the Monte for Porsche. 


all method, all preparation, all application. 
Nothmg which would improve his performance on 
a rally was too much for him. His mterest in the 
car itself was intense. His own a FS pace notes 
were something a new co-driver had to learn. His 
recce was an important partoftheaction.  __ 

In short, his approach to winning bordered on 
the fanatical, and once involved in the run-up to 
an event even his legendary interest in the oppo- 
site sex had to takea back seat. 

It is difficult to recall a time when he was not 
supremely competitive. Put Elford into any new 
car, and within a very short time he would be as 
fast as established drivers. Give him a few weeks, 
and his new team manager would get a detailed 
list of improvements that ought to bemade. 

To his lasting credit, Vic Elford is probably the 
only person to make a smooth and successful 
transition from rally navigator to top-class racing 
driver. He also never made a secret of what his 
ambitions were. 

The long pon to stardom originated with the 
Sevenoaks Motor Club in the 1950s. Vic already 
considered himself a driver, but burst into works 
competition as navigator/co-driver to David 
Seigle-Morris in 1960. David, of course, achieved 
any privateer’s dream — by preparing his own 
Triumph TR3A (Registered D20), and trouncing 
the entire works team on the 1960 Tulip Rally. 
Ken Richardson promptly co-opted him to the 
team for the Alpine, where he repeated the dose! 

Triumph then stopped rallying, BMC snapped 
up thetwo friends, and put them into a big Healey 
for the Liege-Rome-Liege. That was the unforget- 
table event which Pat Moss won in her Healey, in 
which BMC lifted every available team prize, and 
in which David and Vic took fifth place. 

During 1961 the intrepid Elford became con- 
vinced that he was quicker than other BMC team- 
mates, and set out to prove it. By crashing a Mini 
on a liaison. section on the Acropolis he did his 
cause no good at all, and Brome parted 
company with Marcus Chambers and BMC. 

Not dismayed, Elford then bought one of the ex- ~ 
works 850 Minis, raced it often enough in Britain 
to prove that only John Whitmore had his 
measure in an identical car, and followed up by 
getting support from Auto-Union to go rallying in 
1962 with a DKW Junior. 

That year the Deek was bent several times, but 
it also won British Nationals. It was enough for 
Triumph to offer him a works drive — a Vitesse 
for the 1962 RAC fale 

As it happens, the Vitesse forced its way into 
the top ten by half distance, but lunched its 
gearbox (as Vitesses often did, then). Elford’s 
pace was enough for them to offer him a 2.2-litre 
TR4 for 1963. 

The light-alloy TRs, though fierce enough, were 
not as quick as the all-conquering big Healeys. 
Even so Elford gained a (scratch) third place on 
the Tulip, and was fourth well into the Alpine 
when he prepped the car off the road following 
Donald Morley’s dust cloud. For the Liege he 
even persuaded Sir Donald Stokes that the team 
should enter a prototype 2-litre Vitesse, even 
though his team manager had failed to get 
approval for the project! It was not a fairy-tale 
ending — the car burnt itself out after a 
carburettor fire in deepest Yugoslavia when very 
highly placed. 

At the end of the year Elford was suddenly a 
hot property. BMC, Ford and Rover all put in bids 
for his services, while Triumph tried hard to keep. 
him; it was Ford who won with promises of Lotus- 
Cortinas, and of course a very generous contract. 


Vic Elrora 


continued 


Boreham, let us remember, were the big spenders 
of the 1960s. 

The Lotus-Cortinas took ages to mature, mainly 
because the Chapman-inspired rear suspension 
didn’t work on rougher roads, but even with 
Cortina GTs the Boreham team was competitive. 
In his first year the meteoric Elford (usually 
partnered by David Stone) helped to a team win in 
the Safari (he took 11th place), won the yen 
category of the Alpine, finished third in the RA 
after being off the road twice for long periods, and 
Babee it all by partnering David Seigle-Morris (in 
a Lotus-Cortina) to a Handicap victory in the 
Tour de France. 

The year 1965 was a poor one for him, especially 
as the rallying Lotus-Cortinas did not appear 
before the Alpine. He lost outright victory in the 
Alpine an hour from the finish when a tiny distri- 
per item failed, and crashed out of the RAC 

vx, 

However, if 1965 had been bad, 1966 was an 
absolute disaster. Apart from getting a ‘crasher’ 
reputation at Ford, he was not even finishing 
events because of car problems. In pace, certainly, 
he was Britain’s fastest tarmac r f driver. With 
any luck at all he ought to have had four outright 
wins — in the Flowers, Tulip, Acropolis and 
Alpine, but anything from engine trouble to dis- 
qualification due to faulty homologation papers 
gave him a frustrating time. 

The crunch came when he decided that he no 
longer ‘clicked’ with Henry Taylor and Ford, so 
for -1967 Elford decided to freelance. It wasn’t 
long before Porsche took up his services, and one 
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He took third place m a Monte, whe e 


night's weather defeated his 9115, then went on 


Along with Hans 
Neerpasch he then won the 84-hour Marathon de 
la Route at the Nurburgring, in a Sportomatic- 
transmission Porsche. At the same time, let’s not: 
forget third place in the Targa Florio, third in the 


Above: Elford attends to his victorious Porsche on the 68 Monte. Below: Elford in Dovey Forest, with a 


Cortina GT on the '64 RAC Rally. 


entry in th ancelied RAC Rally im 2 twin-cam 
Porsche 911R. Now that really would have been 


worth watching! 


Then came that genie victory in the 1968 
Monte, when Elfrod, Toivonen (Porsche 9115) and 
Larrousse (Alpine-Renault) battled for hundreds 
of stage miles. Larrousse finally crashed on loose 
snow, and Elfrod outpaced Toivonen by 75 
seconds. It was a shattering display of high-speed 
driving by a well-practised and completely- 
prepared driver. After one long and very fast 
stage, mostly on sheet ice at altitude, I looked co- 
driver David Stone in the eye and asked him the 
classic question: “How was it?” David looked 
back at me, still a bit wide-eyed, and a bit over- 
awed: “Frightening, mate . . . bloody 
frightening!” 
’ As swansongs go, it was just about perfect. 
After this the intrepid Londoner disappeared into 
racing, and — soon — into Formula One. In fact, it 
must have been the quickest Grand Prix 
apprenticeship of all time, for Elford had no 
ormula Ford, Three or even Two experience 
before taking over a Cooper seat for the Frenchy 
Grand Prix. 

Once really established in racing, Elford never 
really came back. Taming the incredibly powerful 
Porsche 917s, and looking for a really competitive 
drive in Grand Prix racing, took over. Even so, by 
rallying standards this fastest-yet Briton was 
already at his age peak when he left his sport. At 
33, in 1968, he could perhaps have only looked 
forward to two or three more top-flight years. 
This he recognised with Porsches. And when the 
917 retired, so did Vic. 3 

Only at the top for four rallying years, he made 
a great impression on every driver and team 
manager who saw him. Roger Clark, already in 
the Ford team, was faster and more predict able in 
rough-road conditions, but Elford was supreme on 
tarmac. Clark, the virtuoso, hated practice and 
still does. Elford hated rallying unless he knew his 
roads. The difference was between the ‘play it on 
sight’ musician, and the well-rehearsed maestro. 

A sentimental old historian like me regrets 
never having seen Elford in a really fast Escort, 
nor yet in a fully-backed Porsche. For remember 
this. When Elford joined Porsche to go ice es he 
got one service van and perhaps Huschke von 

anstein’s own 911 in moral support. Things 
improved after a time, but Porsche never pro- 
vided the umbrella service which BMC and Ford 
thought to be normal. 

Neither were the rally cars all that highly tuned. 
They were fast, of course, and incredibly well- 
balanced for tip-toe-handling experts like Elford, 
but they were never tuned to a razor edge like the 
latest in Fords and Lancias have to be. 

Even in such relatively ordinary cars Elford 
was supreme in Porsches. Think how boringly pre- 
dictable it might have been if they had really been 
serious! 

Elford himself was always serious, and ultra- 
dedicated. I practised with him several times 
during that 1963 Triumph season, and saw the 
way his mind worked. It was nothing to spend a 
day on one test, and it was essential that the final 
run should be made at the same time of day as the 
rally would pass through. His cars never had 
enough power for him, and never had the right 
bits homologated either. Given more leeway I am 
sure Ford’s entire marketing policy would have 
been re-jigged to suit his cars’ needs. And you 
couldn’t get mad with him, even if the requests 
were outrageous and impracticable. They were 
always made in earnest — and always with one 
object in view; that Victor Henry Elford might 
more easily win his next event. 

Does any man need a better summing-up? D 


The rally 
results — 


1962 1st Hopper Rally (DKW); 2nd 
Birmingham Post Rally (DKW). 

1963 Works Triumph driver. ‘ 

1964 3rdiin class Safari Rally; 1st Touring 
Class Alpine Rally (Ford Cortina), Ist 
on handicap touring class Tour de 
France (Lotus Cortina). 

1965 3rd RAC Rally; 2nd Circuit of Ireland 
(Lotus Cortina). 

1966 1st Rally of the Flowers*; 2nd Tulip 
(Lotus Cortina), 3rd Tour de Corse 
(Porsche). _ 

1967 3rd Monte Cario Rally; ist German 
Rally- ist Tulip Rally. ist Geneve 
Rally. lst Merathon de le Rowe 
(Porsches 
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Has the fate of the Nurburgring as a Grand Prix circuit finally been sealed? Jackie Stewart, thrice . 
the victor of the German Grand Prix, drove MAURICE HAMILTON round the Eifel Mountains ina 
road car, and the great man’s descriptions gave new perspective to the special hazards of the Ring 


Being a Piscean, I am a bit of a dreamer. When I 
first visited the Nurburgring in 1968 for the, 
1000kms, my imagination was captured com- 
pletely. I was overwhelmed by the sheer size of 
the place; by the enormity of the challenge to man 
and machine. The race lasted six hours — and I 
only managed to walk as far as Flugplatz. I felt as 
though I had walked halfway round Germany. I 
was amazed to discover that the sweeps and 


curves I had covered through the Hatzenbach - 


were mere wiggles on the map. The most difficult 
cele so they told me, were beyond Flugplatz. 

atsenbach was a mere warm-up. I was left to try 
to visualize Aremburg; imagine the descent to 
Adenau; dream about the Karussell. 

Later that year, Jackie Stewart won the Grand 
Prix in appalling conditions. When I read the 
reports and saw photographs of the conditions, I 
was lost in admiration for the men who drove 
racing cars round that track. I felt it was the 
ultimate test. I knew that I had to go back to the 
’Ring as often as possible. Friends thought that I 
was mad — travelling to Germany to see cars pass 
fourteen times in two hours. It was difficult to 
explain that merely being there was satisfaction 
in itself. You were at the Nurburgring. It was a 
matter of attending and paying one’s respects, as 
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it were. A pilgrimage. : 

It was with mixed feelings that I read that the 
1976 Grosser Preis von Deutschland may be the 
last at the Nurburgring. I had listened to all the 


-arguments for and against racing there. While, on 


the one hand, I was horrified that the ’Ring 
should suffer the same fate as Spa and Clermont 
Ferrand, on the other, I could appreciate some of 
the dangers of racing there. Or could I? After all, I 
had never been further than Flugplatz. I had 
never driven a rocing cat in my life. I was simply a 
spectator turned on by watching men drive Grand 


Prix cars in a manner that I could never do, not 


even in my wildest dreams. Small wonder that I 
jumped at the chance of being chauffeured by 
Jackie Stewart in a BMW on a 14.19-mile. trip 
round the Fifels in between GP practice. 

I had studied maps of the Beek many times, but 
once we had passed Aremburg I was lost. I was 
amazed at Stewart’s computer-like spewing out of 
gearchanges, speeds, lines and landmarks. The 
one overriding feature which left me speechless 
was the number of occasions on which Stewart 
announced that the F1 cars were in fifth or flat in 
fourth. And not on straights, either. Places like 
the Foxhole, for example. That just blew my 
mind. ‘‘This is taken flat in fifth at about 175mph. 


The Stewart BMW ready for the 176 corners of the Nurburgring... _ 


Flat,” emphasized Stewart. He had obviously 
seen my dazed expression. I mean, it is a series of 
fast downhill sweeps disappearing into the pines. 
175 mph. It was frightening. Then there was the 
descent to the Adenau Bridge: ‘‘This is what I 
regard as the most difficult part of the Nurbur, 
ring.” Once again, it was fast, sweeping, down 
curves — with adverse camber in places this time! 
“Tt’s all fifth gear again.”..I-was getting accus- 
tomed to hearing that. Not accepting it you 
understand, just getting used to hearing it. There 
is no doubt that if it had been anyone else talking 
I would have thought that they were mistaken, 
simply confusing the corners. 

Once across the Adenau Bridge it was a case of 
Stewart calling out gears and speeds. “At this 
right after the bridge it’s third, or, if you have full 
tanks, second.’”’ On to Bergwerk. “‘Now this is a 
long right-hander taken in third. The temptation 
is to turn in too early —-but it is-a long, lon 
corner. You don’t apex until-you see the house.” 
We were well into the corner. What house? What’s 
he talking about? On and on we went — or so it 
seemed. I would have apexed long ago. As if by 
magic a small house appeared on the outside of 
the corner. ‘‘Now turn into the apex.’’ So saying, 
he gave a slight pull on the 633 CSi’s steering 
wheel and we kissed the kerb and were on the 
correct line for the slightly curving uphill right. 
We were about halfway round the circuit. 

It began to dawn on me just what this place was 
all about. It was beyond my. wildest dreams. It 
was magnificent — a driver’s circuit. No way 
should they stop Grand Prix racing here. Stewart 
brought me back down to earth with a bump. We 
were speeding through Kesselchen and up to- 
wards the Karussell. The track climbed and 
curved mene There was a long _ left. 
“Probably lift off here,” I thought. Not a-chance. 
“This is flat. All the way.” I nodded as if I knew 
all the time. Any far flung hopes I may have had 
about being a Grand Prix. driver vanished on the 
spot. There was a beautiful landscape on one side 
with what appeared to be young fir trees growing 
beyond the white barrier. In fact, as Stewart 
pointed out, they were the tops of very tall trees 
growing on the sloping sides of the valley beyond. 

‘There is a drop of hundreds of feet into the trees 
there. If you go over, they ll never find the car, let 
alone get you out.” 

When one thinks of the Nurburgring, the first 
corner that usually springs to mind is the 
Karussell. It is one of the least demanding of all. 
Just plain bumpy. The approach is interesting. At 
first glance the driver is confronted with right, 
left, right curves and a brow at the top with no 
indication of where the entry to the bowl is. 
Stewart simplified the matter beautifully by 
selecting one ea es tree on the horizon and 
driving straight towards it and thus straighten- 
ing out the curves and arriving over the brow and 
dropping straight into the bowl. 

Stewart has probably driven as many laps 
round the ’Ring as a chauffeur and guide as he has 
as a Grand Prix driver, yet his enthusiasm was 
endless. He almost seemed to be getting a kind of 
fix from it all. But underneath, there was a serious 
respect for the place. It became cleat just why he 
— and his car — finished races in one piece. For 
instance at Wehrseifen: ‘‘Now I change straight 
from first to third coming out of here. It’s dow 
hill and it helps ease the load.’’ At Pflanzgarten: 
“T changed into fifth just before the jump. No 
point in landing in peak revs in fourth, doesn’t do 
the car any good.” 

anzgarten. Now that was something else. 
Airborne at 130 plus, landing and cornering soon 
after. “Sometimes I would change gear in the air.” 
Christ! He continually referred to the car “‘bemg 
on tiptoes”, of not upsetting the balance. — 

The section from Karussell to Schwalber 
schwanz is a mystifying series of bends, swoo 
and jumps. All the while Stewart knew exact 
where he was: as if he had been practising 
week. At one point he referred to “an Esso sign on 
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urse, we were travelling much slower m the 
BMW than JYS would have done in Elf-Tyrrell 
006. He was probably travelling twice as fast in 
places. It just didn’t bear thinking about. 

Immediately after Pflanzgarten, Stewart 
adopted an air of resignation. ‘‘From here on, you 
are just a passenger. Just a passenger, if any- 
thing goes wrong, that’s it. There’s nothing you 
can fo” It was another of those flat-out, sweep- 
ing, bumpy sections. I assumed my glazed expres- 
sion again. The magnitude of this circuit and its 
attendant administrative problems were sinking 
in — fast. 

The final straight looked a doddle by 
comparison. “‘Nothing to do here,” I thought. 
Wrong again. ‘“‘Check all your gauges. Check the 

rofile of your tyres. I had my mirrors set so that 

could do that. No point in finding something 
wrong at South Curve. It’s a long way back to the 
its.” 


As we drove up the pit road, I had an even 
eecter respect for the drivers who were amblin 

ack to the paddock after practice. We follow 
them through the tunnel and retreated to the Elf 
Team Tyrrell hospitality unit to discuss the 
circuit further. All the while Stewart talked with 
enthusiasm. The inevitable question came up: 
‘How do you feel about this possibly being the 
last German Grand Prix at the Ring?” For once 


Stewart did not seem to have a ready answer. “‘I 


don’t know really. I have mixed emotions. It is a 
unique circuit. I can go to asmany Grands Prix as 
I want, but I came here this weekend because it is 
eely the last time we shall see the Ring used 
‘or the Grand Prix. It is very sad. While it is a 
tremendous challenge, there is no doubt that it is 
very dangerous in places.’’ Stewart went on to 
reflect on his three victories in 1968, 1971 and 
1973. “I look back on my wins as being technic- 
ally satisfying. It was a great achievement to 
bring a car in first. It’s strange, but I used to sit 
by the fire during the winter months and 
fantasize about my drive the previous August. I 
got tremendous satisfaction from it. But, I'll tell 
you this, once the beginning of August came 
round again and I left home for the Nurburgring, 
I seriously wondered it I would ever see home 
again. When I arrived, I was scared. I did as few 
laps as I possibly~had to. And each time I 
returned to the pits, the relief was enormous. I 
literally thanked God.” 


One of the strange things about the” 


Nurburgring is the silence. Within minutes of the 
start, the pe area was strangely quiet. Stuck’s 
DFV could be heard reverberating through the 
pines as he charged down into Hatzenbach after 
the field. Mechanics prepared for possible tyre 
changes, journalists stood about aimlessly. The 
chatter of the crowds in the grandstand opposite 
suddenly increased as the giant scoreboard 
announced that the leaders were at Breidscheid. I 
tried hard to visualize just what was happening in 
the cockpits as they made the terrifying descent 
to the Adenau Bridge. And to think that it was 
wet into the bargain! I shook my head. Stewart, 


probably recognizing my blank expression, | 


stopped as he wandered by and gave his thoughts 
about the problem of choosing wet or dry tyres. 

“Dries are the answer. Mass is on dries — that 
is what I thought should have been done and I 
told Mike Kranefuss so. But it is very difficult to 
know what to advise — especially when you are 
not in the cockpit. I think they should have been 
given another lap to judge for themselves. If 
Mass can hang onto the leaders, then it’s his 
race.’ The lights on the scoreboard came full 
circle and Mass flashed past in second place. 
Before Stewart could say ‘‘See he’s got it in the 
bag,” Hunt came blasting down the pit road to 
change onto dries. “That’s a good decision,”’ 
enthused Stewart, now visibly excited and 
enjoying the whole affair. The man’s enthusiasm 
seemed boundless. Suddenly the whole pit lane 
was thrown into a flurry of wheel changing as the 
air filled with the sound of air hammers chattering 
and blipping DF Vs. Within seconds, Hunt was 
away. “This could be interesting,’ shouted 
Stewart above the din. ‘I think James could 
catch Jochen.” 

Unfortunately, fate was to step in about five 
minutes later. The commentator announced that 
there had been an accident at Bergwerk: the track 
was blocked and the race was_ stopped. 
“Bergwerk,”’ said Stewart, ‘‘that’s the one with 
the house. Remember?’ I remembered. Little did 
I realize that, although Lauda’s accident could 
have pappeeid at any circuit, Bergwerk will 

robably be remembered as the corner where the 

ate of the Nurburgring as a Grand Prix circuit 
was finally sealed. Now all we have is our dreams 
— and im at least one case. our fantasies. D 


Above: Up towards the frightening blind brow at Flugplatz. Below: Easy, but very bumpy — 
the Karussel. . 
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Charlton leads Klomfass and Martin during an early lap. 


Return to normal 


Scheckter’s fifth win from seven starts — ranges! opposition yet — 
Charlton lacking speed — Report: ALAN WILSO 


After a two-month mid-term break, all re- 
turned to normal at Kyalami when Ian 


‘Scheckter reassumed his dominance, by win- 


ning the Rand Winter Trophy for Team 
Lexington. This, his fifth win from seven 
starts, was earned against the toughest 
opposition he has had to face this year, yet 
his domination was more convincing than 
ever. 

Ian has around him that aura of the born 
winner. Some people call it cockiness, others 
term it self-confidence. Whatever it is, it cer- 
tainly sets him apart from the other drivers. 
All year he, and mechanic Kenny Howes, 
have set the standards for car preparation, 
for organisation and for competitivenesss. 
This race was to be no exception. 

Facing Ian was a determined challenge from 
current champion Dave Charlton, who has aban- 
doned his Modus for a March 76B, similar to the 
Lexington car. Back in the fray, after an enforced 
lay-off with a broken leg, was former F2 Cham- 

ion Tony Martin, with his BIC Chevron. Tony 
Bad driven in the non-championship event in 
Salisbury a few weeks previously, under the tre- 
mendous handicap of having to brake with his left 
foot, as his right nee then still in plaster. Now 
further recovered, he was still having to use the 
same technique. : 

Roy Klomfass, the only man with a chance of 
catching Scheckter for the title, reappeared in the 
Ralt, while Basil van Rooyen had been drastically 
revising his Waa Chevron in an effort to find 
competitiveness. Mods included the fitment of a 
March nose, mounted on a protruding subframe, 
and front suspension which reduced the track by 
a full four inches. This had required completely re- 
designed wishbones mounted on the inner edges 
of a shortened monocoque tub. The rear end had 


also been considerably altered and narrowed, and > 


the radiators-were now mounted just fore of the 
rear wheels. 

Another with changes was John Gibb, running 
a Modus-like nose in an effort to reduce under- 
steer, and to promote straightline speed in his 
earlier Chevron B29. His sparring mate, Len 
Booysen had no changes to his B29, while Guy 
Tunmer, too, seemed to be consolidating rather 
than experimenting. Final front runner was Nols 
ones, site Sg Alex Bieneut-run 
Wheatcrofts, and ame performance at 
Selsbury be was bokme to 2 competitive 


. by Guy several seasons back. 


race. 

Only two Domingos arrived, Mike with the 
Modus, and Yanus with his ex-F2 B35, while four 
cars made their Kyalami debut. Three of these 
were Rhodesian entries, led by John Amm in an 
elderly Brabham BT38. Next was Gary 
Ainscough in a well turned-out March 74B, while 


_Fred Goddard’s old ex-Schuppan Palliser com- 


pied the trio. Final arrival was 21-year old 
ervyn Tunmer, youngest brother of Guy, 
making his Atlantic debut in the ex-Verney 
March 722G, previously campaigned in F2 form 
is car has been 
extensively up-dated and is virtually in 76B trim. 

Ian Scheckter dominated the official practice 
session, soon crashing through the Im 22s 
barrier, to record 1.21.89, nearly a second faster 
than Roy Klomfass’ Gunston Ralt. Third quickest 
was Tony Martin, who had Dave Charlton’s new 
March right behind. Van Rooyen, Nieman 
Booysen, Gibb and Guy Tunmer completed the 
front runners. . 

Drama on the dummy grid saw Basil van 
Rooyen fail to start his Chevron (fuel pump 
trouble), but the rest of the field got off to a clean 
start. It was Scheckter who.led into Crowthorne 


and who immediately started to open a small gap 


to Charlton, Klomfass and Tony Martin. At 
Sunset Bend, on the first tour, Mike Domingo and 
Len Booysen touched, sending both cars into the 


_ catch fences, and out of the race, although with- 


out sie 

Behind Martin, Guy Tunmer’s Chevron led 
Gibb and Nieman, while further back Amm, 
Merve Tunmer and Ainscough raced nose to tail. 
Yanus Domingo brought up the rear, some way 
behind. 

On the second lap Scheckter had opened his 
lead to just over a second and Charlton had 
Klomfass searching for a way past. For those first 
few laps the positions remained unchanged, with 
the Lexington March streaming ahead at a second 
lap, and Klomfass finding Charlton just too fast 
down the straight to get past, but a bit slower 
than the Ralt through the bends. This allowed 
Tony Martin to close up and these three locked 
themselves into a hard battle. 

Guy Tunmer dropped back into a lonely 5th 
place, ten seconds back, but safely ahead of a 
hard-fought scrap between Nieman and Gibb. 
Some twenty seconds in arrears, even at this early 
stage of the race, Amm, Tunmer, Jnr, and 
Ainscough scratched around im close company. 
On lap 11 Aimscough went missing only to re 


race, John 
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appear several laps later, after a visit to the pits. 

lap 14, Martin slipped past Klomfass : 
Crowthorne and tried to press Charlton, but witl 
out phasing the older man, while Roy retaliate 
by throwing the Ralt at the corners in his effort 
to regain his position. 

At this stage Ian Scheckter had opened his lea 
to some fifteen seconds and never looked lik 
making a mistake. Merve Tunmer had the frigl 
of his life when Amm lost control of the Brabhai 
coming out of Clubhouse, fighting the car fro! 
kerb to kerb before getting it under contra 
Merve, who was riding the Brabham’s gearbox ¢ 
the time, had no option but to stand on the brake 
and hope not to ram the Rhodesian. 

In their Is ard dice, which had lasted a 

ibb was giving the more experience 
Nols Nieman a torrid time, proving that he coul 
well become one of the top drivers of the future. 

On lap 20 Roy Klomfass, chasing hard afte 
Martin and Charlton, had a brainstorm, spinnin 
the Ralt very hard into the Armco, effectivel 
putting him out of the race, and killing an 
chances he had of winning the championship. 

At this stage, with twelve laps to run, the rac 
effectively died, for although John Gibb was t 
slip inside Nieman at Leeukop, and then lose hi 
position two laps later, that was really the onl 
excitement left. 

Dave Charlton opened out a small, but stead 
gap on Tony Martin, and further back Amm hel 
off Tunmer. Gibb followed Nieman closely bu 
without any real hope of getting past, although h 
did not give up trying. 

On the last lap, with Scheckter twenty second 
in front, and relaxing, Tony made a last dite 
effort to slip past Charlton at the end of th 
straight, but locked his wheels and lost too man 
yards to make up. 

Thus Scheckter proved again his almost tots 
dominance of the South African scene. Charlto 
who had driven his March with a lot of verve ha 
not been able to challenge on this very fast tracl 
and Tony Martin had battled gamely with a pan 
ful leg, earning the STP Driver-of-the-Day Awar 
for his courage. 

The next event in the series is to be held o 
Martin’s home track in Pietermaritzburg in 
month’s time, and while the racing can e 
pected to be much closer, all Ian Scheckter nee 
do is finish in the first four to clinch the Sout 
African Championship. 


Rand Whiter Trophy 


Kyalami — August 7 
30 aps — 78 miles 
South African Formula Atlantic 2 — round? 

1, lan Scheckter rch 768), 44m 40 110.20mph-; 2. Dan 
Charttion (March 3. Tony Marte ‘Chevron 834_ 4. Gi 
Tunmer (Chevron B34; 5. Nols Neman (Wheatcrofy 6. John Ge 
(Chevron 829 7. John Amm (Grabteam ST38; & Tue 


(March 722G; 9. Yanus Dommgo (hewon E25; 10. Ga 
Merscousm (Me-c> 748) Fasest eg Sctect® 208 lm 225%" 
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Fine first win for Taylor 


The BARC NW Centre were in charge of an 
all-championship club meeting at Oulton 
Park last Saturday, and all nine races pro-. 
vided some of the best competition seen at 
the circuit this year. Happily we were spared 
the threatened caravan event. The saloons 
for once stole the show from the Formula 
Fords, with David Taylor (in his ex-Tony 
Lanfranchi BMW) holding off every chal- 
lenge the car’s previous driver threw at him 


in the Marshall-Wingfield Opel Commodore 


to win the Britax round, and Stuart Graham 
treated the large crowd to a fabulous 
display of 7-litre Camaro power-sliding 
while winning the Simoniz event after Nick 
Whiting’s Escort had suffered a rare retire- 
ment when the front pulley fell off the 
crankshaft of its new BDX engine. 


It was the turn of the Brush Fusegear FF1600 
championship to come to Oulton last weekend, 
but without many of the real aces. The young 
Wilmslow driver Barry Pigot is improving all the 
time and took his Royale RP21 off pole to lead lap 
1 of the first heat as far as Druids, where a gear 
ped out and he was passed by Philip 
‘Bullman’s-new Hawke DL15. Pigot repassed at 
‘Old Hall on lap 3, only for the same thing to 
happen and this time he fell to fifth behind 
B an, Jim Walsh’s RP21, Chris Skellern’s 
Crosslé 30F and Tony Barley’s Royale — it was 
that close. Walsh took Bullman at Old Hall a la 


later to win by 0.4sec, while Pigot all but dead- 


heated with Skellern for third. Apart from 
Skellern, the first five shared fastest lap. The 
second heat was Derek Warwick’s all the way, by 
an ever-increasing margin. The young Hawke star 
was followed by Matthew Argenti, whose Royale 
caused consternation at the start by failing to 
peck up cleanly in second gear and being engulfed 

y the pack. Argenti fought back from last place 
to snatch second from John Kent’s RP21 at the 


jast corner. Richard Peacock was forced to crash. 
while 


his Royale while third on the second la 
avoiding the pana Hawke DL11 of Richard 
Jones, being taken to hospital with a badly ricked 


Walsh led the first few laps of the final from 
an, Warwick, Pigot, Barley (who spun out 

of contention on the second lap) and Argenti, but 
the championship leader found his engine refusing 
to pick up out of corners, due to some dirt in the 
car tor, and he fell gradually back behind 
Warwick (who siaietecal into the lead on lap 3), 
Bullman and Argenti, who came through 
well to take 2 strong third behind the two 
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three cars covered b 


Hawkes. Warwick was pressed all the way by 
Bullman but never put a wheel wrong, although 
he will now need to win both remaining rounds of 
the championship if he is to beat Walsh, who only 
needs one more point to clinch it. On this occasion 
the Ulsterman had to settle for fourth, a fraction 


_ ahead of Pigot. 


Former Mexico driver David Taylor in the PAO 
Preparations BMW Si set the seal on some recent 
impressive performances by winning the Britax 


’ production saloon round under the most intense 


pressure from Tony Lanfranchi, in Gerry 
Marshall’s Opel, who knows how to make a man 
work for his lead if anyone does. Right behind 
Tony came the other Opel of Brian Pepper, the 
1.2secs at the flag and 
easily outpacing the Manitou BMWs of Derrick 
Brunt and Graham Miles. The Vauxhalls of Nick 
Whiting and Alan Foster hassled over the 


_ “sporting” class until the man from the London 


Sports Car Centre clipped the bank at Deer Leap 
and spun. John Brindley won the “family” Mazda 
class (easing up with overheating) from Alan 


‘Green nudges Hague into spinning his 750 coming out of Lodge. — 


engmme sealed for strippimg Why wereall thecless 
records broken? Because Kléber have seen ft to 
foist their RS tyre on to an unwilling category, 
with RAC approval. Wear rate has imcreased 
dramatically. ... 

The first visit of the Reliant-powered 750s to 

emasculated Oulton provided a keen contest for 
the lead between Chris Hague’s Wessex Special 
and Tim Green’s Time, first and second in the 
championship at the moment. This order was 
reversed in the race when Hague, after leading for 
nearly nine laps, spun at Lodge after a nudge 
from Green who went on to win. Third place was 
infested by a Maggot until Chris Elmes spun it at 
Old Hall and hit the barrier, to fight back from 
13th to seventh. The Centaur of Lyn Evans blewa 
head gasket so up to third in the end came the 
anonymous Special of Bob Simpson from Dick 
Harvey’s Darvi and Graeme MacLaren’s DNC 
MkVI, which had been fighting furiously for most 
of the race. ; 
' After a fine start from the front row to lead as 
far as the Folly, Brian Murphy had the master 
switch of his resplendent E-type cut out in mid- 
corner, and collected Dave Bettinson’s Lotus 
Seven in the side while John Cooper’s Porsche 
Carrera RSR nipped through into a lead it was 
never to lose, despite a broken exhaust. Bettinson 
untangled his car with a broken front spoiler, 
which upset the handling and dropped him to 
third behind Jon Fletcher’s Elan. The newly light- 
ened Elan held on to second despite lapsing on to 
three cylinders towards the end, so the first 
healthy car to finish, and winner of the 1500cc 
class, was the very fast Midget of Tony Williams. 
‘Not far behind Williams came the 1150cc winner 
Simon Packford in his Davrian, Ian Hall’s Mini- 
Jem and Keith Ashby’s Midget, all of which were 
nearly caught on the last lap by Gordon Howie, 
who put in a phenomenal drive in his Midget after 
a delayed push-start, during which he took no less 
than 1.6secs off his own lap record. A casualty of 
practice was Ian Bax, whose Midget hit the 
sleepers hard at Lodge; Bax was taken to hospital 
with damaged vertebrae. 

Another absentee as a result of practice was 
David Coombs, who put his Manta-Renault on 
pole position for the Varley Monoposto Formula 
race and then crashed at Old Hall, severely 
bending the car and suffering badly bruised legs. 
Briefly into the lead from the second row went toa 
Applegarth’s dogeared Brabham BT238C, but 
Alan Baillie soon had his Viking in its accustomed 
pace as sepegartt fell back to battle with ‘‘The 

treaker”’ (Lotus 35) for second. This went on, 
with constant Pepa hd until the 
fifthplaced Titan Mk6 of Roy Drew burst its oil 
tank at the Folly at the same time as Brian Toft’s 
closely-following Anco started blowing out oil. 
Applegarth decided there was too much oil for 
comfort and eased off, but ‘‘The Streaker”’ 
pressed on harder, set fastest lap, and closed to 
with 0.8sec of Baillie at the finish. 

-‘Dunlops came up with some super sticky tyres 
which they said would last 20 laps or so, but they 
came apart after five laps in practice,’ said a far 
from optimistic Stuart Graham as he sat in the 
Fabergé Racing Camaro on the grid for the 
Simoniz special saloon race, before watching Nick 
Whiting take his Escort off pole position into a 
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chargmg round the outside of Tomy Sugden's 
Escort end Mike Newman's Firenza at Deer Leap 
in an aweimspiring manoeuvre. The leaders 
bunched up er yellow flags far a couple of laps 
before Whiting was away again until the engine 
failed three laps from the finish. So Graham was 
rewarded for some spectacular driving in his 7- 
litre monster, while Sugden just held off Newman. 
Freddie Heaney and Phil Winter found that two 
Minis into one won't go, so Winter left the circuit 


at Knickerbrook to be followed shortly after by. 


Clinton Bourke’s Mini, so Heaney was left alone 
to win the 1300 class until Winter’s dad stepped 
in and successfully protested the Irishman’s lack 
ofd o, and Heaney was disqualified. 
otor noter Gordon Bruce and Lord Bradford’s 
Weston Park Racing Team mratigged what the 
combined efforts of Broadspeed and Leyland have 
so far failed to achieve, by winning a race with a 
Jaguar saloon in 1976. Indeed it was not the first 
time that one of his Lordship’s 2.4 Jaguars had 
won a Classic Saloon race this year, but the 
aed one-two failed to materialize when Bob 
eacham’s 2.4 boiled after leading narrowly from 
Bruce for three laps. Mike Bennion’s Mk2 Zephyr 
was a worthy second, despite squeaking intern- 
ally round corners, while Mike Hawes found his 
MG Magnetically attracted to Miles Marshall’s 
Isabella at the Folly, the two cars performing a 
pas de deux before resuming to take third and 
fourth, with the Borgward in front. Andy 
McLennan’s unnaturally stable A35 buzzed along 
ahead of this. pair until the engine cried enough 
while erstwhile NSU king, Graig Hinton, also 
gave the Borgward and MG a hard time until his 
wallowing MKVII Jaguar lost its sense of humour 
and its brakes. Anthony Raine proved that an 
A35 with four doors is better than one with two 
by winning the 1251cc class from Mike Cox after 
cLennan’s retirement. 


IAN TITCHMARSH 


Formula Ford 1600, Heat 1(6 laps): 1, Jim Walsh (Royale-Scholar 
RP21), 6m 57.4s, 85.59mph; 2, Philip Bullman (Hawke-Minister 
DL15), 6m 57.8s; 3, Chris Skellern (Crosslé-Scholar 30F), 6m 58.8s. 
Fastest lap: Walsh, Bullman, Barry Pigot (Royale-Scholar RP21) and_ 
Tony Barley (Royale-Brown RP21).1m8.2s, 87.31mph. 

Formula Ford 1600, Heat 2 (6 laps): 1, Derek Warwick (Hawke- 
Minister DL15), 6m 55.6s, 85.96mph; 2, Matthew Argenti (Royale- 
Scholar RP21), 7m 7.0s; 3, John Kent (Royale-Scholar RP21), 7m 
7 As. Fastest lap: Warwick and Argenti, 1m 8.2s, 87.31mph. 

Brush Fusegear Formula Ford 1600 Championship round (12 
laps): 1, Warwick, 13m 45.5s, 86.56mph; 2, Bullman, 13m 45.6s; 3, 
Argenti, 13m 49.0s; 4, Walsh, 13m 52.6s; 5, Pigot,.13m 52.8s; 6, 
Skellern, 14m 4.4s. Fastest lap: Warwick and Bullman, 1m 7.8s, 
87.82mph. : 

Britax Production Saloon Car Championship round (12 laps): 1, 
David Taylor 3.0 BMW Si) 15m 59.4s, 7447mph; 2, Tony 
Lanfranchi (2.8 Opel Commodore GS/E), 16m 0.0s; 3, Brian Pepper 

2.83 Opel Commodore GS/E), 16m 0.6s; 4, Derrick Brunt (3.0 BMW 

i), 16m 15.4s. Over £2400: 1, Taylor, 74.47mph; 2, Lanfranchi; 3, 
Pepper. Fastest lap: Taylor, lm 18.85, 75.56mph (record). £2001 to 
£2400: 1, Nick Whiting (2.3 Vauxhall Magnum Coupé), 71.85mph; 2, 
Jeff Allam (2.3 Vauxhall Magnum Coupé); 3, Alan Foster (2.3 
Vauxhall “Magnum” Firenza Coupé). Fastest lap: Allam, 1m 208s, 
73.69mph (record). £1601 to £2000: 1, John Brindley (2.0 Mazda 
RX3 Coupé), 71.06mph; 2,.Alan Minshaw (2.0 Mazda RX3 Coupé); 
only finishers. Fastest lap: Brindley, 1m 19.6s, 74.70mph (record). 
Up to £1600: 1, rer Payne (1.6 Hillman Avenger), 67.94mph; 2, 
Neville Knight (1.3 Simca Rallye 1); 3, Geoff Wooldridge (1.2 Lada 
oh Fastest lap: Payne, 1m 24.2s, 70.72mph (record). __ 

Refiant 750 Formula Championship round ne laps): 1, Tim Green 
re Mk lil), 12m 41.4s, 78.20mph; 2, Chris Hague (Wessex Special 

H767), 12m 52.0s; 3, Bob Simpson (Reliant Special), 13m 24.4s: 4, 

Dick Harvey (Darvi Mk3), 13m 25.4s; 5, Graeme MacLaren (DNC Mk 
Vi), 13m 26.2s; 6, Keith Cooper (Condor), 13m 54.4s. Fastest lap: 
Hague, 1m 13.85, 80.68mph (record). ; 
__ BARC Modified Sports Car Championship round (12 laps): 1, John 
Cooper (2.8 Porsche Carrera RSR), 13m 42.2s, 86.90mph; 2, Jon 
Fletcher es Lotus Elan 26R), 14m 17.0s; 3, Dave Bettinson cre 
Lotus-Holbay Super Seven), 14m 30.4s; 4, Tony Williams (1.3 h IG 
Midget), 14m 33.2s. Over 2000cc 1; Cooper, 86.90 mph; 2, Brian 
Murphy (4.4 Jaguar E); only starters. Fastest lap: Cooper, 1m 6.0s, 
90.22mph (record). 1501 to 2000cc 1, Fletcher, 83.38mph; 2, 
Bettinson; 3, Mark Hales (1.7 Turner-Ford Mk3 GT). Fastest lap: 
Fletcher, 1m 8.8s, 86.55mph. 1151 to 1500cc 1, Williams, 
81.83mph; 2, lan a 4 Mini-Jem Mk2); 3, Keith Ashby (1.3 MG 
Midget). Fastest lap: Gordon Howie (1.5 MG Midget), 1m 10.2s, 
84.82mph (record). Up to 1150cc 1, Simon Packford Ql .O Davrian- 
imp Mk7), 81.55mph; 2, Pat Longhurst (1.0 Davrian-Imp Mk7); 3, 
Gary Morse (1.0 Clan Crusader). Fastest fap: Packford, 1m 11.4s, 
83.39mph. ; Y Spee’ 

Varley Batteries Monoposto Formula Championship round (10 
laps): 1, Alan Baillie (1.6 Viking-Swindon/Ford Mk1A), lim 11.2s, 
8871mph; 2, “The Streaker’ (1.6 Lotus-Holbay/Ford 35), lim 
120s; 3, Joe Applegarth a 6 Brabham-Dowson/Ford BT23C), 11m 
176s; 4, Tony Ford (1.6 Emberton-PMED/Ford Mk2B), 11m 36.8; 
5 Brian Toft (1.6 SEG 1im 56.2s; 6, Trevor Scarratt (1.6 
Brabham-PMED/Ford BT21B) 12m 88s. Fastest lap: “The 
Streaker’, 1m 4.4s, 92.46mph (record). 

Simoniz Special Saloon Car Championship round (12 laps): 1, 
Stuart Graham (7.0 Chevrolet Camaro 228), 13m 42.2s, 86.90mph; 
2, Tony Sugden (1.8 Ford Escort BDE), 13m 50.0s; 3, Mike Newman 
aod Vauxhall Firenza t/c), 13m 50.6s; 4, David Smith (1.3 Mini- 

per S), 11 laps. Over 1300cc 1, Graham, 86.90mph; 2, Sugden; 


Classic Saloon Car Championship round (10 lope 1, Gordon 
2, Mike Bennion 


Hawes: only starters. Fastest lap Marshal. Im 284s, 67.36mph 
(record). Up to 125lcc 1. Anthony OE Ear age Teale 
64 56moh: 2. Mike Cox (1 0 Auste AS ; ; 

Mors Mimor Fastest ep: Andry McLennan 0 OAuson AS 2- 


The superb little F3 Chevron B34 was given 
its first British win at Mallory Park last 
Sunday by Rupert Keegan who, in so doing, 
not only beat ‘his arch-rival Bruno 
Giacomelli fair and square but also returned 
to the top of the BP Super Visco champion- 
ship table after a quiet few weeks without 
much success. Following Giacomelli’s works 
March 763 into third place came Geoff Lees 
in the second B34 in the race,.to make it a 
great day for the Bolton marque who have 
now sold more racing cars this year than any 
a British manufacturer outside Formula 

or . 3 
A full grid of 20 cars arrived for the ninth round of 
the inereasiney ae den BP championship and, as 
usual, the BARC headquarters team ably led by 
John Wickham, provided two practice sessions. 
After the timekeepers had redone their arith- 
metic, Bruno-found himself on pole.in the works 
March, now barely visible beneath its multitude 
of sponsors, with a time of 44:4s against a record 
originally set. by Brian .Henton in 1974 of 45.0s. 
Keegan’s impressive progress in the BAF 
Chevron eventually produced the same time 
which promised great things for the race itself. 
ae SE the front row was a much happier 
Stephen South -in the (deep breath) Dortmunder, 
Union Bier/Bogarts of Birmingham March 763. 
Happier because a check at the factory had 
revealed a yawning crack in the monocoque, a 
legacy of the car’s shunt in. its first race and 
responsible for Stephen's recent below-par 
performances. A repaired tub worked wonders, 
and he was the first to record 44.6s. This time was 
later equalled by Geoff Lees in the works B34, 
troubled bya blistered nearside rear tyre, the one 
which takes all the loading on the long Gerards 
right-hander. ag fo Geoff company on the 
second row was Mike Young’s works Modus, 
delayed in the second session when oil overflowed 
from the catch tank and he had to settle for 44.8s. 
Ian Flux equalled this time in the Ockley Ralt 
‘RT1 which broke a driveshaft in the first session. 

The grid was completed thus: Paulo Gomes 
(Modus M1), 45.0s; Geoff Brabham (Ralt RT1), 
45.0s; Jeremy Rossiter (Hawke AR31), 45.0s; 
Barrie Maskell (Dastle Mk1 2), 45.2; Dick Parsons 
(Anson), 45.2s; Paul Bernasconi (Ralt RT1), 45.48; 
Tony Dron (March 763), 45.4s; Cornelsen Filho 
(March 763), 45.8s; Oscar Notz (Ehrlich ES5/6), 
46.0s; Ken Silverstone (March 753), 46.4s; Mike 
Wrigley (March 743), 46.88; Dyfed Roberts 
(March 743), 46.8s; Bruce Coate-Bond (March 
753), 46.8s; Gary Clare (March 753), 48.2s. 

Those in trouble included Maskell, whose Holt- 
Ford engine blew a head gasket while the Holbay- 
Triumph in the Anson broke a rocker ‘and that in 
Dron’s March was misfiring. Rossiter settled 
down well in his and the Hawke’s first F3 race, 
some suspension adjustments for the second 


Rupert Keegan giving the latest F3 Chevron its first victory. - 


‘Keegan back on top 


session producing a notable improvement in 
times. : 

The race saw a typically hectic first lap, 
beginning within yards of the. start line when 
several cars collided in the middle of the oa 
resulting in a corner being knock off 
Bernasconi’s Ralt and the retirement of Parsons 
as well. Giacomelli led Keegan; South and Lees 
round the first lap to the hairpin where the first 
Chevron and the second March touched as South 
came inside Keegan. A rear radius arm mounting 
and the arm itself on the Chevron were quite 
badly bent in the incident but both men kept 


> 


BP Super Visco Formula 3 Championship, round 9 
Mallory Park, August 15 
25 laps, 33.75 miles 

1, Rupert Keegan (Chevron-Novamotor/Toyota B34), 18m 47.4s, 
107.7 7mph; . 
2, Bruno Giacomelli (March-Novamotor/Toyota 763), 18m 49.2s; 
3, Geoff Lees (Chevron-Novamotor/Toyota B34), 19m 0.2s; 
4, lan Flux (Ralt-Novamotor/Toyota RT1), 19m 12.4s; a 
5, Barrie Maskell (Dastle-Holt/Ford Mk 12 t/c), 19m 14.0s; _ 


-6, Mike Young AB OdESNG ari ee M1) 19m14.4s. 0 * 


Fastest lap: Keegan and Giacomelli, 44.0s, 110.45mph (record). 

Oceanair Clubman’s Sports otha ath round (10 laps): 1, Alex 
Ferrada (Mallock U2-Davron Mk16B), 8m 296s, 95.39mph; 2, Steve 
Farthing (Mallock U2-Davron Mk11/1 4B), 8m 30.4s; 3, Don Farthing 

Mallock U2-Holbay Mk16E), 8m 30.8s; 4, Dud Moseley (Mallock U2- 

olbay Mk16B), 8m 32.4s; 5, Nigel Winchester Gryphon-ADA C4A), 
8m 39.6s; 6, Robin Henderson (Mallock U2-Minister Mk16) 8m 
40.8s. Fastest lap: Ferrada, 49.2s, 98.78mph (record). 

National Formula 1300 crete round (10 laps): 1, Vic 
Waterhouse (1.3 Mallock U2-Ford Mk14B), 8m 41.8s, 93.14mph; 2, 
John Allan (1.2 Allan-Ford Mk4), 8m 45.4s; 3, Steve Collier (1.3 
Wells-Ford), 9m 6.6s; 4, John Law (1.2 Samantha-Ford Mk14), 9m 
11.2s. Fastest lap: Allan, 50.2s, 96.8imph. 

Leyland Cars National Mini 850 Ral age round (10 laps): 1, 
Reg Armstrong, 10m 21.2s, 78.23mph; 2, Terry Pudwell, 10m 
22.2s; 3, Chris Tyrrell, 10m 26.8s; 4, Graham Child, 10m 30.0s. 
Fastest lap: Armstrong and Child, 1m 0.8s, 79.93mph. 

Formula Ford 1600 (10 laps): 1, John Breet (Royale-Smith RP21), 
8m 39.4s, 95.57mph; 2, Chris Skellern rossié-Scholar. 30F), 8m 
40.0s; 3, Tony Barley (Royale-Brown RP21) 8m 43.0s. Fastest lap: 
Barley, 51.0s, 95.30mph. 

Britax Production Saloon Car Championship round (10 jonah 1, 
Brian Pepper (2.8 Opel Commodore GS/E), 9m 57 6s, 8) 32mph; 2, 
Tony Lanfranchi (2.8 Opel Commodore GS/E), 9m 59.0s; 3, John . 
Brindley (2.0 Mazda RX3 Coupé), 10m 68s; 4, Derrick Brunt (3.0 
BMW Si), 10m 68s. Over £2400: 1, Pepper, 81.32mph; 2, 
Lanfranchi; 3, Brunt. Fastest lap: Pepper, 58.6s, 82.93mph 
aad £2001 to £2400: 1, Jeff Allam (2.3 Vauxhall Magnum 

oupé), 79.15mph; 2, lan Deavin (2.0 Ford Escort RS2000); 3, 
Martin Williams (1.6 Toyota Celica GT). Fastest lap: Allam and 
Deavin, 1m 02s, 80.73mph (record). £1601 to £2000: 1, Brindley, 
80.09mph; 2, Ron Freeman (2.0 Mazda RX3 Coupé); 3, Eric Cook 
(2.3 Mazda RX2 Coupé). Fastest | Brindley, 59.4s, 81.82mph 
(record). Up to £1600: 1, Roger Payne (1.6 Hiliman Avenger), 
75.46mph; 2, Neville Knight §.-3 Simca Rallye 1); 3, Roger Turner 
(1.2 Lada 1200). Fastest lap: Payne, 1m 2.6s, 77.63mph (record). 

Special Saloon Cars (10 laps): 1, Tony Sugden (1.8 Ford Escort 
BDE), 8m 43.4s, 92.85mph; 2, Graham Goode (1.3 Ford Escort 
BDA), 8m 44.0s; 3, Denis Welch (1.6 Ford Escort BDA), 9m 13.8s. 
Over 1300cc 1, Sugden, 92.85mph; 2, Welch; 3, Roger Dowe en 
Mazda RX3 Coupé). Fastest lap: Sugden, 51.2s, 94.92mph. 1001 to 
1300cc 1, Goode, 92.75mph; 2, David Smith (1.3 Mini-Cooper S); 3, 
Brendan O'Mahoney (1.3 Mini-Cooper S). Fastest lap: Goode, 50.8s, 
95.67mph (record). 851 to 1000cc 1, Robin Bastable (1.0 Mini- 
Cooper S), 86.5imph; 2, Mick Jenkins (1.0 Sunbeam Imp); 3, Robert 
Roe (1.0 Mini-Cooper S). Fastest lap: Bastable and Don Hardman 
(1.0 Mini-Cooper S), 55.0s, 88.36mph. Up to 850cc_ 1, Peter 
Harding (850 Mini), 80.32mph; 2, Anthony Wilson (648 Mini); only 
finishers. Fastest lap: Harding, 59.2s, 82.09mph. 

Formula Ford 1600 @ laps): 1, Gareth Lloyd (Dunlon-Rowland 
MP15), 7m 11.4s, 90.42mph; 2, Mike Littlewood (Lotus-Bectune 
61M), 7m 16.6s; 3, Derek Buckton (Hawke-Forest DL11/12), 7m 
17.6s. Fastest lap: David Whitham (Alexis-Ford Mk18B), 52.4s, 


92.75mph. 


goin now second but having acquired a 
ow puncture, was soon past the 
roubled South, while Giacomelli tried to make his 
break but, after several laps to adapt to the car’s 
altered handling and find that nothing was going 
to fall off (but then it is a Chevron!), Keegan 
reeled in the leader and applied pressure. For lap 
after lap the two cars ran round nose to tail, the 


Italian unable to shake off the determined . 
Englishman, until lap 17 when Keegan made his: 


bid at the hairpin, nipped inside, and emerged 


round Devils Elbow with the slenderest of leads’ - 


over a fist-shaking Giacomelli. But there was 
nothing the Italian could do now, for both 
nearside tyres were blistering in the heat, and the 
Chevron crossed the line first by nearly two sec- 
onds after a truly titanic tussle from which both 
drivers emerged with a new “ record of 44.0s, 
better than anything they had managed in 
practice. — - 

South made life difficult for Lees for many laps 
until the red Chevron forced its way past at the 
Esses after 11 laps and rapidly pulled away, 
although too late to do anything about the 
leaders. South then found himself being hustled 
by Young, Maskell and Flux until he could hold 
the car on the road no longer, be it sideways out 
of Gerards, and was all but collected by Maskell, 
which allowed Flux to pass them both. As a 
disappointed South retired, a tyre now completely 
deflated, Maskell chased after the Ralt, and they 
both passed Young shortly before the finish. 
Gomes in the othe Modus had been showing well 
in fifth early on but found his car understeering 
more and more until it was barely controllable 
and he fell back to eighth behind Filho’s other 
works March. Brabham picked up a slow 
pepcture right at the start, which caused him to 

alfspin at the Esses on the second lap and fall 
from seventh to 10th, eventually to retire when 
deflation was complete. Also in the wars were 
Roberts and Rossiter, participants in the start 
line mélée, and later a second coming-together 
which left Roberts without a valve in one of his 
tyres and the Hawke with a battered nose. 

The Oceanair Clubmen’s race almost looked 


as though it ‘might not be won by Alex Fer-' 
rada whose U2 was no more than fifth on the. 


first lap behind Dud Moseley, the brothers 
Farthing and Nick Linney in assorted Mallocks. 
Linney was soon disposed of but the next 
Peobiom, Moseley, who had been deprived of the 
ead by Steve and then Don Farthing, did not 
succumb until lap eight by which time Ferrada 
was beginning to wonder whether he would 
manage his customary win. However, the 
Farthings obliged by tripping over themselves at 
the hairpin on the ponase pete lap, running wide, 
and allowing Ferrada to slip round the inside and 
lead. Steve F helped him on his wa { 
friendly nudge at the Esses on the last lap and it 
was Ferrada first again. Linney finished sixth on 
the road behind Nigel Winchester’s Gryphon but 


with a. 


Giacommelli’s March outdrags Keegan’s BAF Chevron out of the hairpin early on. 


was docked 10s for a jumped start, the first of 
several during the day to suffer at the hands of 
the Sa judges. Ferrada reduced the lap 
record by 0.8s. 

A U2 also won the next race, a round of the 


Formula 1300 championship, in the hands of Vic. 


Waterhouse who led from start to finish. His 
problems were eased when championship con- 
tender Phil Lloyd spun his Nomad into the 
Gerards bank on the third lap, taking with him 
the Bladon of Hugh Nicholls, while challenging 
Steve Collier’s Wells for second. This affray 
dispatched John Allan’s. rapid rear-engined 
machine on to the grass but he recovered well to 
pass Collier and chase after Waterhouse, setting 
fastest lap on his way to second place. Collier was 
lucky to finish third for the gear linkage came 
i at the hairpin on the last lap and he was just 
able to coast across the line. 

The 850 Minis put on a good show for their 
round of the 1976 National Mini Challenge. 
Former champions Graham Wenham, Reg 
Armstrong and Chris Tyrrell filled the front row 


-and it was Wenham who led for a lap before a 


rocker broke. Tryrell had become entangled with 
Graham Child, Graham Woskett and Terry 
Pudwell, which left Armstrong out on his own for 
victory while the rest unscrambled themselves on 
the last lap in the order Pudwell, Tyrrell, Child and 
Woskett whose challenge had ended on two 
wheels at the hairpin while Child was slowing with 
overheating. 

John Bright decided against another weekly 
dose of the championships and brought his 
Fewins Insurance Brokers Royale RP21 down 
the road to Mallory for a relatively untroubl 


ed Formula Ford win at this local circuit. His. 


only opposition came from Chris Skellern’s 
Crosslé 30F, which finished very close behind 
without ever essaying to pass, as they say. Tony 
Barley set fastest lap with his Royale on the 


Wenham leads the 850 Minis on the first lap from winner Waterhouse. 


way to third place from a hotly pursuing Pau 
Smith in a similar car. 

Although Graham Miles in his now Longman 
prepared BMW made the best start in the Brita: 
production saloon round, he was soon demoted by 
the Opel Commodores of Brian Pepper and Ton} 
Lanfranchi, the formers General Relays car going 
on to a good win from the less-than-perfec' 
Marshall-Wingfield machine (see Sports Extra} 
Miles left the scene at half distance when a tyrt 
threw a tread and the oil pressure disappearec 
(unrelated ailments but team mate Derrick 
Brunt’s tenure of third place was rudely 
terminated by John Brindley and his ultra-rapic 
Mazda just before the finish. Oulton winner 
David Taylor was unable to repeat his previous 
day’s form on his first visit to Mallory and dicec 
unsuccessfully for fifth with Phil Dowsett’s 
Capri, which seems to have lost its early-seasor 
turn of speed. As at Oulton, the new Kleher R& 
rubber made nonsense of existing lap records — 
why do the RAC permit this sort of thing? 

The non-championship special saloon race 
featured a fine scrap between Tony Sugden’s 1. 
Escort BDE and Graham Goode’s 1.3 Escort 
BDA, the smaller-engined car hounding Sugden’: 
Brook Hire machine all the way and all but 
pe him on the last lap. In the process he 

roke his own class record. Disputing fourth and 
the 1-litre class behind Denis Welch’s Escort 
BDA were the Minis of Don Hardman and Robin 


Bastable until the former slowed when the fuel 


injection belt came off. | : 

The grid for the consolation FF1600 finale 
looked like a collection of historic FFs from the 
early days of the formaula but it was one of the 
more modern ones, Gareth Lloyd’s Dulon MP15, 
which won quite comfortably, particularly after 
three of his closest pursuers were given a ‘10s 
penalty for start-jumping. 

IAN TITCHMARSH 


ABOND 


Ro 


orcs seT avy eT ro + SoTe 


BRANDS HATCH 

Nick Whiting improved his positions in both 
the Esso Uniflo Special Saloon and 
Tricentrol ee Saloon Car Championships 
by winning both races in his indecently 
quick Escort at the BARC Championship 
races at Brands Hatch. Although the grids 
were rather sparse for the main races, there 
were plenty of incidents and a lot of close 
racing. Keith Holland showed what a 
sporting character he is by spinning at his 
favourite corner to enliven the MCD Open 
Single Seater race and providing a close 
tussle before taking victory from the March 
742 of Val Musetti. Rod Bremner easily took 
the honours in the DJM Formula Ford 
round while Tony Scott of Motor won the 
Escort race for journalist persons. 

Mini 1000 Championship leader Ian Briggs, won 
the opening race form pole position in his Steve 
Harris Engineering/Wessex Kentreds Harris Mini 
— but not before he had dealt with a strong 
challenge from the Kentreds/SED Television 
Longman Mini of Mike Curnow. Curnow took the 
lead into Paddock on the third lap only to fall 
back to second again on the following lap. An 
equally close dice for third was eventu ly settled 
in favour of the Mini of Derek May from the 
Gunk-entered example of Eric Groves, while Alan 
Seekings’s Swiftune Mini eventually took fifth 
from the Oselli Mini of Phil Spurling. The race 
was marred by an unfortunate incident at Surtees 
when Mike Guidery rolled his Mini in spectacular 
fashion — fortunately without serious injury to 
himself. 

As usual, the DJM Formula Ford 1600 round 
provided some of the best racing of the day. Rod 
Bremner led off from pole position and managed 
to break clear from an enormous scrap for second 
- between six cars. Jim Walsh’s Royale RP21 

eaded the haggling bunch for most of the time 
but he eventually had to give way to the hard 
charging Hawke of Philip Bullman. The prow 
was reduced to four when Mark Syms (Hawke 
DL15) and the Sample Surveys Rostron of Mike 
Thompson collided at Clearways on the ninth lap 
— Thompson providing the second spectacular. 
shunt in as many races as he hit the bank. This 
left the Crosslé 30F of Don Sobering to take 
fourth ahead of the steadily driven Sadlers L&G 
Image of Frank Bayes — who shared the fastest 
lap with Bullman and Walsh. 

Although the Bevan Imp of Rob Mason made 
the best start at the beginning of the Esso Uniflo 
Special Saloon race, it didn’t take Nick Whiting 
long to assume command of the race that he was 
never to lose in his Kent Messenger/All Car 
peiuipe Escort. Mason diced for three laps with 
the Escort of Tony Dickinson before the Richard 
Pearson-entered Escort began to fall back with a 
rough-sounding engine. Dickinson eventually 
slipped to fourth as he gave way to the Imp of 
Brian Prebble who had gradually moved through 
the field. 

Despite the fact that there were only ten 
starters — of whom only the front row could be 
considered competitive — for the MCD Open 
Single Seater round, it turned into a lively race — 
at least for the lead! As the flag dropped, the rear 
poy) baie on Keith Holland’s immaculate Len 
G tered Lola as the tyres began to grip, and 
when the T400 rocketed away from the centre of 
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leads Whiting and Graham in the Tricentrol race. 


the front row, it seemed a foregone conclusion 
that Holland would stroke home an easy winner. 
Unfortunately, a participant in the previous 
Saloon race had liberally coated most of the track 
with oil. For the first three laps, pole position man 
Val Musetti had his March 742 right up Holland’s 
gearbox and he even tried to cut through on the 
inside at Surtees on-one occasion. Holland is 
consistent, if nothing else, and he managed a neat 
spin on the fourth lap at the same spot at which 
he rotated during the previous MCD round. The 
Lola was obviously a terrible handful under the 


greasy conditions, but Holland was soon charging” 


after Musetti and he eventually blasted past on 
the top straight on lap 8. Poor Holland then fell 
foul of some backmarkers and Musetti was 
through again. However, the Lola soon reassumed 
the lead which he held to the flag. The winner of 
the previous round at Brands Hatch, John Wing- 
field, had a lonely race into third spot in his Ralt. 

The longest — and least eventful — race of the 
day was the Tricentrol Super Saloon race. Gerry 
Marshall had flung ‘“‘Baby Bertha’’ round in an 
impressive 48.0s during practice (0.4s under the 
lap record) to claim pole. 
few notable non-starters, he did not have much 
competition and only nine cars started the race. 
Marshall powered into an immediate lead which 
he held until the thirteenth lap before being side- 
lined with a broken weld on the de Dion tubing at 
the rear. Rear wheel steering apparently is not a 
desirable feature to have on the Firenza! The 
Escort of Nick Whiting was then able to take the 
lead after an inital scrap with the Fabergé Camaro 
of Stuart Graham. 


John Brown put his ShellSport Delta on pole for, 


the Formula 4 race but fortune was not to smile 
on the Championship leader. Bill Cowling made a 
brilliant start from the second row in his Horse- 
less Carriage Co.-entered Delta and took the 
lead which he held for the required ten laps. 
Brown slotted into third after a bad start and 
moved past the Brabham of Roy Lewington at 
Druids on the sixth lap. By the penultimate lap he 
had caught Cowling but the leader momentarily 
slowed at McLaren causing Brown to lock a a3 


Top: Musetti cut his March inside Holland's MCD-winning Lola at Surtees. Above: Marshall. 


nfortunately, due to a- 
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Leyland Cars National Mini 1000 Challenge round (10 laps): 1, lan 
Briggs, 9m 33.6s, 75.54mph; 2, Mike Curnow, 9m 35.0s: 3, Derek 
May, 9m 41.4s; 4, Eric Groves, 9m 47.0s; 5, Alan Seekings, 9m 
55.2s; 6, Phil Spurling, 9m 57.8s. Fastest lap: Briggs, 56.0s, 
77.37mph (record). : 

DJM Records Formula Ford 1600 Championship round (10 laps): 
1, Rod Bremner 1S asap tlie 30F), 8m 50.0s, 81.75mph; 2, 
Philip Bullman (Hawke-Minister DL15), 8m 53.2s; 3, Jim Walsh 

Royale-Scholar RP21), 8m 53.4s; 4, Don Sobering (Crossié- 

owland 30F), 8m 54.0s; 5, Frank Bayes (Image-Minister FF2B), 8m 
544s; 6, Miki Dee (Van Diemen-Rowland RF74), 9m 00.2s., Fastest 
lap: Bullman, Bayes and Walsh, 51.8s, 83.65mph. 

Esso Uniflo ginyee Saloon Car ese round (10 lapse 
Overall: 1, Nick Whiting @.0 Ford Escort), 8m 48.2s, 82.03mph; 2, 
Rob Mason (1.0 Sunbeam Imp), 9m 10.8s; 3, Brian Prebble (1.0 
Hartwell Imp), 9m 20.2s; 4, Tony Dickinson (2.0 Ford Escort), 9m 
21.2s; 5, Richard Oliver (1.0 Chrysler Imp), 9m 26.4s; 6, Gerry 
Gough (1.3 Mini Cooper S), 9m 39.0s, 74.84mph. Over 1300cc 1, 
Whiting; 2, Dickinson. Noother starters. Fastest ai? Whiting, 51.2s, 
84.63mph. 1001-1300cc 1, Gough; 2, John Walsh (1.3 Mini 
Cooper), 9m 40.0s; 3, Clive Sparkes (1.3 Mini Cooper S), 9 laps; 4, 
Reg Powell (1.3 Mini Cooper S), 9 laps, No other finishers. Fastest 
lap: Geoff Byman (1.3 Mini Cooper S), 55.2s, 78.50mph. 851- 


~ 1000cc 1, Bevan; 2, Prebble; 3, Oliver; 4, P. R. Cartlidge (1.0 Austin 


AAO), 9m_44.0s; 5, Andrew Hartwell (1.0 Hillman Imp), 9 laps; 6, 
Michael Fowler (1.0 Mini Cooper S), 9 laps. Fastest lap: Mason, 
53.0s, 81.75mph. Up to 850cc Charles Bernstein (850 Mini), 8m 
48 4s, 73.80mph; 2, Geoff Gilkes (850 Mini/Chrysler), 9 laps; 3, Mike. 
Kirby 646 Chrysler Imp), 9 laps; 4, Neil Whitford (50 Mini), 9 laps; 
5, John Flack (848 Mini), 9 laps. No other finishers. Fastest lap: 
Giles, 55.8s, 77.65mph 

MCD Open Single Seater Championship round (12 laps): 1, Keith 
Holland (Lola-Smith/Chevrolet T400), 9m 37.6s, 90.02mph; 2, Val 
Musetti (2.0 March-Swindon/BDX752), 9m 39.6s; 3, John Wingfield 
(2.0 Ratt-Somers/BDG RT 1), 9m 57.2s; 4, John Bowtell (1.6 March- 
Cosworth/BDA 748), 10m 24.6s; 5, Alan Clennell (GRD-Swindony. 
BDA 273), 11 laps; 6, Nick Foy (Reynard-Rowland FF2000 76F), 11 
laps. Fastest lap: Holland, 45.8s, 94.61mph. 

Tricentrol Super Saloon Car Championship round (20 laps): 1, Nick 
pe (2.0 Ford Escort), 16m 55.4s, 85.34mph; 2, Stuart Graham 
7.0 Chevrolet Camaro), 17m 09.88; 3; Tony Strawson (7.2 Ford 

apri Chevrolet V8), 16m 57.6s; 4, Tony Dickinson (2.0 Ford 
Escort), 19 laps; 5, Reine Wisell (6.7 Chevrolet Camaro), 19 laps; 6, 
Srey 60 Ford Cortina), 18 laps. Fastest lap: Whiting, 49.2s, 

.O7mph. 

Formula 4 Championship round (10 epee 1, Bill Cowling (Delta- 
Ford IRF4), 8m 35.6s, 84.04mph; 2, Alex Lowe (Chevron-Ford B20), 
8m 39.4s; 3, John Brown Ae chge se ri’ 8m 46.8s; 4, Mike 
Whatley (Brabham-Ford BT21/4), 8m 46.8s; 5, Eddy Heasell 
Brabham-Ford BT38C), 8m 47.0s; 6, Roy Lewington (Brabham-F ord 
BT28), 8m 53.4s. Fastest lap: Brown and Cowling, 49.8s, 87.01mph. 

ShellSport Escort Celebrity Race (10 laps): 1, Tony Scott, 1lm 
02.0s, 65.45mph; 2, Andrew Shanks, lim 062s; 3, Terry 
Grimwood, 11m 12.2s; 4, Murray Taylor, 11m 16.6s; 5, Graham 
Macbeth, 11m 16.8s; 6, D. Morford, 11m 18.0s. Fastest fap: 
Grimwood, 1m 04.6s, 67.07mph. 

Formula Ford 1600 Consolation race (10 la 1, Stewart Veitch 
Goetee RP 21), 8m 59.6s, 80.30mph; 2, Kim Furner Royale- 

holar RP21), 9m 12.6s; 3, Kevin Lynch obay DL15) Sm 
Du krison (Gretta Hobsy CSD), am 19.85 6, Adrian Dyer @Royele- 

son ), n 
Dyer RP21) 9m 202s. Fastest lag: Veitch, 53.0s: 81.75mph. 
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beake Undaunted. Brown chased Cowimg mto 
Paddock and 2 mix-up saw Brown have a dusty 
spin into third behind Alex Lowe’s Chevron. 
Unfortunately, AUTOSPORTs Chris Witty was a 
non-starter in the ShellSport Escort Journalists 
Race — a faulty tooth meant that your favourite 
weekly was not represented. However, those 
“other” periodicals and a few of the Radio and TV 
motoring journalists put on a rather hairy display 
of motoring. Things got off to a bad start (or a 


good start, depending on which way you look at: 
Scott of Motor and Triple C’s Terry: 
Grimwood tackled Paddock side by side. They, 


it) when Tony 


managed that — and Druids — with the minimum 
of bumping and boring but Graham Hill Bend was 


a different matter. Scott had the inside line and © 


Grimwood had what could be best called the 
‘outside’ line. Then it became a kind of “‘lateral’’ 
line as Grimwood was squeezed out and he went 
sideways. He shot across the track — and lightly 
nerfed hapless pole position man, Clive Richard- 
son (Motor Sport), who hitherto had been minding 
his own business. Richardson retired in a cloud of 
dust against the bank while Grimwood recovered 
his dignity and set off after the rest. Several 
dusty moments on the grass at Clearways saw the 


Triple C man cut back through the field and into 


third behind Peter Dron of Custom Car. He took 
Dron at Druids on the last lap and all looked set 
fair for a scramble for the finish as the leader, 
Scott, was badly baulked at Clearways. 
Grimwood took to his usual line — the grassy line 
— and spun while Dron, either through sympathy 
or sheer terror, spun in unison with Grimwood. 
This allowed Autocar’s Andrew Shanks to take 
second from the recovering Grimwood. 

Stewart Veitch won the Formula Ford 
consolation race with relative ease. Kim Furner’s 
Royale finished second after the Hawkes of Cliff 
Davis and John Tyzack spun at Surtees on lap 
three. Roy James provided the highlight of the 
race by finishing fourth after an impressive drive 
through the field following a penalised ten-second 
start from the back of the grid. 

MAURICE HAMILTON 


The Formula Fords produced their normal 
form of pulsating entertainment at 
Snetterton last Sunday and this time it was 
Kenny Gray who came out on top, aided by 
Derek Daly’s late departure from the race. 
Other championship race victors at this 


TEAC organised meeting were Malcolm. 


Jackson (Sytner Clubmans), Martin Moor- 
head (TEAC Mini 7), Jeff Ward (Hitachi 
Saloons) and John Morrison (Super Vee) 
while a superb special saloon finale went to 
Phil Clarke’s Firenza. 

Two Formula Ford heats opened the programme 
and the Hawkes of Derek Warwick and Derek Daly 
were soon mixing it up front with David 
Kennedy’s Crosslé. Warwick had a brief moment 
on lap four to drop into the clutches of David 
McPherson’s Van Diemen which later retired with 
overheating. Daly just pipped Warwick at the 
flag as Kennedy was relegated to third. 

Kenny Gray and Matthew Argenti soon pulled 
their Royale RP21s clear of the second heat pack, 
but Bobby Scott (Merlyn Mk29) could only 
narrowly hold off Yves Sarazin (Tiga) and Trevor 
van Rooyen (Royale RP21) for third in a less 
entertaining affair. 

Snetterton always seems hard on Mini 7s and 
this round of the TEAC Championship proved no 
exception. First time round Bob Addison, Martin 
Moorhead, Bob Rowley, Colin Fisher and Richard 
Hamlyn were fighting out their normal close duels 
but gradually they disappeared, Addison and 
Fisher at Coram on lap 3 and_at half distance 
Rowley and Hamlyn pulled off on New Straight so 
Moorhead was a comfortable victor from Roy 


Finlay. there were fine drives from Jim Mancey, . 


eens at the rear of the grid, and Norman Finn. 
The Synter Clubmans Sports race lasted but 


two laps before the red flags came out in order to 


Above: Morrison’s Lola leads Burley’s Royale during the FSV event. Below: Gray (leading) and Daly 


fight out the FF1600 final. 


eon 


Gray takes his turn 


cut free Peter Cooke who had crashed his 
Harrison very badly at Riches and was pis ge 
The restart, shortened to ten laps, provided us 
with a fine spectacle as Malcolm Jackson tried 
everything possible to denrive Nick Adams of the 
lead. On lap 7 Jackson slipped ahead into Riches 
before losing out again, but two laps later Adams 
finally gave best and Jackson was able to put 
some space behind him. Creighton Brown was a 
lonely third, while a fine dice for fourth between 
Tim Gath’s U2 and Chris Greville-Smith’s 
Phantom disintegrated on the last lap, and Gath 
was beaten by Jim Yardley’s Beagle as the 
Phantom coasted to a halt. 

Jeff Ward’s progress in the Hitachi Special 
Saloon race was like quicksilver. His pole-placed 
Imp needed a push start after the rest had gone, 
but by lap three he was third and two laps later 
shot past John Homewood to take a lead from 
which he never looked back. A third Imp, of John 


. Schneider, led the first lap before god 


dropping back to be sandwiched by Bill Barrett’s 
Mini and David Enderby’s class-winning 850 
Mini, who had spent much of the race enjoying a 
good scrap. 

Unfortunately, the Formula Super Vee race was 
not closely contested. John Morrison took a 
couple of laps to place his Lola T326 in its rightful 
place at the head of the procession, displacing Bill 

urley’s Royalé RP18a which retired from second 
two laps from the finish. 

For the Formula Ford final Gray sat on pole 
with Daly and Warwick alongside and right away 
this trio were joined by Argenti, with Daly attack- 
ing Gray. Kennedy made a poor start but ete. 
hauled in this quartet to watch Daly and Gray 
swap the lead. A puff of smoke signalled Daly’s 
demise and sure enough heretired on the last tour, 
giving Gray a lead of four seconds. In a storming 
finish Kennedy grabbed second from Warwick 
and Argenti with Scott and Sarazin completing 


’ the first half-dozen. 


The first half of the final race saw special saloon 
racing at its best. Practice saw Fred Hall 
accustomising himself to his ex-Soler-Roig Capri 
RS3100, but a scorching start saw him chase Phil 
Clarke’s Firenza for the lead, while Brian Davison 
in the Drake and Fletcher Firenza was hunting 
earerly for a way by. Fred went ahead on lap two, 
Clarke dropping to third, but just as he seemed to 
be the master of the race his ret came adrift, 
disconnecting a lead and he slowed to a stop on 
lap nine not remembering that the Capri had an 
auxiliary switch which would have overcome this 
problem. As Davison had also stopped by this 
time, Clarke had an easy win over Ward’s incred- 
ible Imp. The 1300cc class went to Bob Morey 
who found himself third at the finish. 

JOHN ASQUITH 


Townsend Thoresen Formula Ford 1600 Championship round, heat 

one (12 ans 1, Derek Daly (Hawke DL11), 14m 54.0s, 92.63mph; 

2, Derek Warwick (Hawke DL15), 14m 54.6s; 3, David Kennedy 

Seep 30F), 14m 55.8s; 4, Mike Blanchet (Lola T440), 15m 01.2s. 
astest lap: Daly, 1m 13.0s, 94.54mph. ; 

Townsend Thoresen Formula Ford 1600 Championship round, 
heat two (12 laps): 1, Kenny Gray (Royale RP21), 14m 49.2s, 
93.16mph; 2, Matthew Argenti (Royale RP21), 14m 56.4s; 3, Bobby ° 
Scott (Merlyn Mk29), 15m 02.9s; 4, Yves Sarazin (Tiga), 15m 03.15. 
Fastest lap: Gray, 1m 13.15, 94.41mph. : 

TEAC Mini 7 Championship round (12 laps): 1, Martin Moorhead, 
18m 28.0s, 74.74mph; 2, Roy Finlay, 18m 37.2s; 3, Jim Mancey, 
19m 00.5s; 4, Norman Finn, 19m_01.8s; 5, John O'Grady, 19m 
ie 6, Mike Skipper, 19m 15.7s. Fastest lap: Robert Addison, 1m 


7S, 
Sytner of Nottingham Clubmans Sports Championship round (10 
laps): 1lm 26.0s, 


Eee 111B), 11m 51.3s; 5, Tim Gath (Mallock U2 Mki16), 11m 


103.47mph. 

Hitachi Specia! Saloon Car sienna round (12 laps) — 
overall and 851-1000cc: 1, Jeff Ward C 0 Hillman Imp), 15m 59.8s, 
86.28mph; 2, John Homewood (1.0 Hillman Imp), 16m 17.5s; 3, Bill 
Barrett ey Mini Cooper S), 16m 48.5s. Fastest lap: Ward, 1m 
17.5s, 89.05mph. Up to 850cc 1, David Enderby (850 Mini), 16m 
52.88, 81.77mph; 2, Cliff Watts (850 Hillman Imp), 17m 01.5s; 
3, Terry Nightingale (650 Mini), 11 laps. Fastest lap: Enderby, im 
22.2s, 83.96mph econ § ‘ 

Volkswagen (GB) Ltd Siver Cup Championship round (12 laps; 
1, John Morrison er T326), 14m 03 6s, 98.17mph; 2, Peter White 
(Royale RP19), 1 16.1s; 3, Mike Catlow (Supernova BH3), 14m 
17.2s; 4, Alan Smith (Modus M2), 14m 52.3s; 5, Raymond Hill 
Supednts BH3), 11 laps; 6, Gordon Friend (Royale RP18A), 9 laps. 

astest lap: Morrison, 1m 09.10s, 99.87mph. 

Townsend Thoresen Formula Ford 1600 Championship round final 
(12 laps): 1, Gray, 14m 46.6s, 93.41mph; 2, Kennedy, 14m 50.5s; 
3, Warwick, 14m 50.7s; 4, Argenti, 14m 51.1s; 5, Scott, 14m 59.9s; 
6, Sarazin, 15m 05.8s. Fastest lap: Daly, Kennedy and Gray, 1m 
12.6s, 95.06mph. : * 

Special Saloon cars G2 laps) — overall and over 1300cc 1, Phil 


1m 14.3s, 92.88mph. 1001-1300ce Bob 
11 laps; no other finishers. Fastest lap: 3 
Ford Escort), lm 22.1s, 84.06mph. $51-1000ce 1. Jef Ward (1.0 
Hillman Imp), 15m 599s. 86.27mph- no other Snishers. Fastest la 
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Lydden FF to Sleeman_ 


At 2 ep last Sunday, a large 
crowd of spectators was entertained 
by a very full and varied programme, 
organised by Astra and Tunbridge 
Wells MC and promoted by the Kent 
Weekly Adscene. The races were for 
karts, bangers, hotrods and ‘real 
racing cars”. 

Paul Sleeman came out of tem- 

orary retirement for the FFevent, 
vine borrowed Richard Mailes’s: 
Merlyn Mk25 for the day. After 
drama on the first lap, where Tony 
Howard’s Crosslé 25F spun at the 
Elbow while leading the field, 
Sleeman came through to lead the 
rest until the flag, winning. at 
75.16mph. Howard by this time had 
worked his way through the field to 
take second place, with Chris Sobson 
third with his Merlyn Mk20A. 

Tim Flynn’s Scarab had a rela- 
tively easy win in the Formula Vee 


One-run 
Goodwood 


Sutton & Cheam MC’S sprint at 
Goodwood last Sunday got off to a 
bad start and never recovered. As a 
result time ran out and only one 
timed run could be counted towards 
results. 

Trouble started when practice was 
delayed due to late arrival of the 
doctor and a whole series of minor 
spins and shunts meant the first 


runs were not completed until more. 


than halfway through the afternoon. 
With the circuit restriction that 
everything must cease by 5pm, the 
club had to abandon second runs as 
counting for awards. 

Sponsored by Revolution Wheels, 
the event attracted 74 cars and 
fastest was Nigel Martin in his 1600 
Taydec whose time of 1m 32.6s was 
3s quicker than anyone else. 

e majority of the class leaders 
all had easy wins but John Wellard 
Elan) and Brian Curd (Lotus Elan 

print), were only three-tenths of a 
second apart in their class. 


BTD:N. Martin (Taydec), 1m 32.6s. 

Class winners: K. Dandridge foacpen. 2m 0.8s; 
C. Thomas (Soaper, 1m 55.3s; C. Spence (Escort), 
1m 53.9s; C. Smith (apn) 1m 51.5s; D. Scargill 
(imp), 1m 46.3s; |. Hargreaves (Cooper), 1m 
49.3s; D. Bray (Escort); 1m 45.1s; D. Beanes 
(Ginetta G15), 1m 52.15; J. Wellard (Elan), 1m 
48.9s; G. Styring (TVR Griffiths), 1m 52.1s; L. 
Cutler (Sprite), 1m 42.9s; B. Talbot (Datsun 2402), 
1m 54.8s; T. Pouyanne (Elva), 1m.35.5s. 


Beecroft 
buzzes 


The well-known Northern crew of 
Ron Beecroft and John Billington 
were comfortable winners of the St. 
Wilfrid’s Rally run by the. Ripon 
Motor Sports Club over a 137-mile 
route in North Yorkshire last Satur-. 
day night. In their Escort RS2000 
they headed a field of 75 crews with 
total penalties of 969s which was 2m 
42s quicker than J. Evanden and G. 
Robson in another Escort. 

Third, only half a minute behind, 
were Roger Mawton and OD. 
Nicholson m another Escort while M. 
Rudd and M. Barningham were 4th 
in an Avenger on 1237s. The next 
two crews were separated by only 
12s, with the Escort of N. Sysney 
and M. Liddle Te % the Ascona of 
K_ Murrey and A. 


race. The battle for second place was 
settled by Nick Wadham (also in a 
Scarab) on the sixth lap, and Rupert 
West was third in the CM Mk}. 

In the saloon car race, after an ex- 
citing couple of laps, the Anglia of 
Mike Scott became sandwiched 
between the Minis of Roy Streat and 
Bob Kirk, and remained so until the 
end of the race with a couple of cars’ 
lengths between each of the first 
three. 

John Narcisi (Rostrom) made a 
good start from the third row in the 
Formule Libre race and led for the 
first lap, but Geoff Illes’s Merlyn 
Mk20A was soon past, while Tony 
Howard was trying to do the same. 
Len Marchant (Brabham BT21/28) 

ushed Narcisi for the remaining 

aps and crossed the line a nose 

lag ahead to finish second behind 
es. 
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The sad remains, all that was left of 


Another - 
for Brown 


Caernarvon Escort driver Terry 
Brown won his second rally in eight 
days when he finished nearly two 
minutes ahead of the field in the 
Bridgend Automobile Club’s Golden 
Dragon Restaurant Stages Rally in 
South Wales last Sunday. 

In a road route of 140 miles, the 
club arranged 30 miles of stages and 
in a virtually incident-free event, 42 
of the original 50 crews made it to 
the finish. 

Brown took along his wife for her 
first outing in the family Escort and 
he finished the day on 36m 27s 
without problems but his rivals ran 
into various difficulties. 

Roger Edwards with Mrs M. Hope 
was challenging strongly at the half. 
way stage but his Escort suffered a 
broken engine mounting and bent 
steering early in the afternoon and 
he fell to fifth place. Runner-up K. 
Rees and A. Lock might have offered 
a closer challenge had not their 
Escort jammed in ist gear on the 
last 2-mile stage. Jeff Churchill and 
Bridgend Roger Evans had niggling 
brake and ignition problems with 
their Magnum. 

1, T. Brown/Mrs H. Brown (Escort), 36m 27s; 2, 
K. Rees/A. Lock (Escort), 38m 26s; 3, J, 
Churchil/R. Evans (Magnum), 39m 05s: 4, A 
Seward. Pittard (Escort) 39m 09s: 5. 2 
Edwardsfiirs M_ Hope (Escort) 39m 120s. 6. C 
BatD Patios Coaper S, 3m 29s. 


Pigot goes pro 


Cheshire Formula Ford driver Barry 
Pigot has resigned his job as a tex- 
tile salesman in order to put his 
whole effort into racing. With his 
Royale RP21 receiving race-by-race 
eippan from the North West Flyin 
School, 24-year-old ex-Jim Russe 
pupil Barry has around him a set-up 
-probably unequalled in qualific- 
ations and ambition by any other 
Formula Ford team. 

The manager is 23-year-old char- 
tered surveyor and _  ex-Formula 
Three team manager Jonathan 
Sharp; the “engineer technician”’ is 
chartered engineer John Lain, who is 
designing a successor to the Royale; 
and the mechanics are North West 
Flying School pilot instructor Roger 
Wait, who flies with British Airways 
soon; accountant Steve Edwards; 
and Andy Ledger, general manager 
of a plastics firm. 


a “ 


Peter Cooke’s Clubman’s car after his 
comprehensive accident at Snetterton last Sunday. 


@ Joint Debenham’s Escort Chal- 
lenge leader (with John Waterman) 
Wayne Wainwright has been given 


the Ari Vatanen Mexico by Ford to 


drive in the remaining rounds of the 
series. Wainwright’s first race in the 
car will be at Rufforth on September 


5. 

Smith stirs spri 
Driving the ex-Bob Rose McLaren 
M14D, Terry Smith from Bristol 
caused a stir epee: the establish- 
ment when he blasted through to win 
the latest round of the RAC Sprint 
Championship run by Coventry & 
Warwickshire MC at RAF Gaydon 
last Sunday. After finishing second 
in the class runs, Smith got it all 
together very neatly and reproduced 
a second: run of 68.92s to snatch 
victory from Simon Riley’s Brabham 
BT 33, these two finishing well clear 
of the remaining top eight front 
runners, _ 

In the class runs Riley was a tenth 
quicker than Smith with John 
Ravenscroft’s Token more than a 
second behind in third. Into the last 
two runs for the championship 


points and all manner of problems 


arose. 

Ravenscroft had a puncture and 
had to run on wet tyres which 
dropped him from any sort of real 
challenge and Steve Russell, who 
had qualified fourth fastest, beat his 
head with frustration when his U2 
again suffered diff trouble and he 
coasted across the Ime 2 lowly 


David Winstanley — new chances. 


Sana for 
Winstanley 


After patiently ‘touring’ round 
most of this year’s Indylantic races 
in his reliable but ageing Brabham 
BT40, prospects of getting ‘‘in the 
money” seemed to have increased 
for Winsford driver David 
Winstanley. His sponsor, Cal 
Withers, has just successfully com- 
pleted negotiations which will mean 
that the Winsford team will be com- 
paigning a Sana for the remainder of 
the season. 

The car to be used is the ex- 
Formula 8 car, last driven at Monaco 
by Terry Perkins and now being con- 
verted to Atlantic spec. by T.C. 
Prototypes. Initial testing will be 
shared by Winstanley and Cyd 
Williams, and Cyd has also agreed to 
drive the car in the next Indylantic 
meeting at Silverstone on September 
5. 
Cyd_is no stranger, of course, to a 
Sana, as he drove the sister car, 
entered by Harrisons of Birming- 
ham/Graham Eden, in the early 
rounds of the championship, and 
aquitted himself well. 

After Silverstone, Winstanley 
hopes to compete in the Irish Grand 
Prix and other events subject to the 
successful conclusion of additional 
sponsorship arrangements. 


nt stars 


eighth. : 

Dave Harris never seemed to be 
troubled yet was close on 3s off the 
pace, finishing fifth just behind 
David Render who improved four 
places as the day wore on. : 

Among the rest of the entry of 100, 
Patrick Batten and Tony Tewson 
had the closest tussle with their 
Imps in the road car class, finishing 
just over half a second apart. 
Malcolm Orme (Porsche 9115S) tried 
desperately to overcome the Ginetta 
G4 of David Blackwell but failed by 
seven-tenths and Malcolm Jeffries 
was best of the modified Minis to 
1300cc being more than a_ second 

uicker than Richard Taylor's 

ooper S. 

BTD: T. Smith (McLaren M14D), 68.92s. 

Class winners: P. Batten (mp). 93.165; S 
Courts (Escort), 88.2s; D. Blackwell (Ginetta G4 
88.97s; N. Newth-Gibbs (Sabre 6 GT), 90.25s; 
Rogers (Mini), 83.13s; M. Jeffries (Mini), 86.44s: R 
Rowan (Escort), 81.75s; B. Halladay (Davrian) 
82.87s; B. Jac ai Electron Minor) 


4D Rende (lows 76) 7146 5.3. 
Giciaen w10ea4, 71 6 
—_— 


Sports 
2000 regs 


Regulations for the new Sports 2000 
sports car formula, which will be 
published with next month’s RAC 
Motor Sport Club News, have been 
released by the Motor Sport 
Division. 

These are the detail regs for the 
new category, the broad base of 
which is already known. It is an open 
two-seater formula, based around 
the 2-litre Ford NEA series OHC 
engine as used in Formula Ford 
2000. Engine tuning and chassis and 
coachwork design is restricted to 
keep the costs down, and the details 
are in the newly issued regs. The 
only engine modifications permitted 
are those of FF2000. 

The minimum weight is 480kgs, 
and the “passenger seat’’ (and the 
space provided for a_ theoretical 
passenger) must be identical to that 
of the driver in all dimensions. In 
most other respects, Sports 2000 
resembles its single-seater 
equivalent. 


Applegarth © 
bears fruit 


On a new 14-mile course at RAF 
Woodvale, near Southport last 
| Sunday, Joe Applegarth from Co. 

Durham set BTD at the Lancs AC 
sprint, an event which attracted 
nearly 70 cars. 

On his second run in the Brabham 
BT23C he did 73.99s to inch home 
ahead of Bob Speak’s Chevron. 

Most of the winners of the 17 
classes had clearcut victories though 
Andrew Wareing (Brabham BT38), 
had a tough time disposing of Mike 
Utleys Brabham. In the 1-litre Mini 
class Steve Beamish beat Terry 
Carthy by just over a second and 
third fastest time was set by the 
vastly experienced Mervyn Bartram 
in his J&EB Special. 

BTD: J Applegarth (Brabham BT 23C), 73.99s. 
Class winners: R Greenwood (Mini), 94.77s; J 


Casey (Mini), 91.70s; C Hewardine (Mustang)), 
9328s; S Beamish ‘(Mini), 92.47s; A Forrest 


eee). 89.21s; C Wild (Capri), 91.81s; D” 


hardson (Midget), 90.91s; J Bradshaw (Elan), 
9323s; M Trewhitt (MGC), 90.79s; K Webster 

idget), 88.52s; M Bartram (J@EB Special), 

84s: J Marland (Marland Special), 89.21s; 
Astley (U2), 84.61s; R Speak (Chevron), 74.40s; J 
Aidred Bcaein), 90.93s; A Wareing (Brabham 
BT 38), 77.67s. ; 


‘Dustcross at 
Paignton 


Although they received only 24 
entries, Torbay Motor Club pressed 
on with their autocross. near 
Paignton last Sunday. Although the 
dust was inevitable, enough specta- 
tors were attracted that the club 
broke even. 

Bath driver David Wedmore took 
BTD in his 998 Mini in 2m 30.6s, and 
there were a couple of close class 
battles. 

Ivan Gill took the small-capacity 
Mini class by 0.5s from Richard 
Yates, and in the always popular 
rally car class Paul Allaway (Austin 
1800) beat the Viva GT of John 
Heard by 0.6s. 


BTD. D. Wedmore (Mini), 2m 30.6s. 

Class winners: |. Gill (Mini), 2m 33.2s; D. Towle 
ingle). 2m 346s; P. 
5.2s, J. Williamson (VW), 2m 41.0s; C. Rose 
Mini), 2m 42.6s; P. Smallridge (Mini), 2m 38.6s; K. 

ewland-Hodges (Renfult Spl), 
Allaway (Austin 1800), 2m 35.0s. 


issen (Triumph Spl), 2m 


m 36.4s; P. 


BRIEFLY... . 


@ Tony Lanfranchi’s Marshall- 
Wingfield Opel was a fortunate 
starter in the Britax round at 
Mallory last Sunday. After practice 
Tony complained of a lack of power: 
a compression test was performed 
and revealed a singular lack of same. 
Off came the head to reveal sundry 


bent valves. Some deft work with. 


hammer and chisel by John Brind- 
ley’s mechanics restored the valves 
to more or less their correct configur- 
ation, and Tony was able to go out 
and finish a strong second to the 
similar car of Brian Pepper in the 
race. , 


@ Experienced Formula Fordster 
Brian Turner has forsaken his faith- 
ful Lotus 51C, which he has been 
campaigning now for four years, to 
drive a new Close-engined Lola T432 
owned by A.H. Carter. Turner will be 
running the car in club races and 
rounds of the Townsend Thoresen 
and Brush Fusegear series, under 
the sponsorship of ‘‘Cozee Cumfort”’ 
electric blanket. 


Keith Holland spins at Surtees Bend at Brands Hatch last Sunday, allowing 
Val Musetti to lead the MCD race. Holland recovered to win. 


Stroll along the promenade — 


An entry of 33 drivers was received . 


_on August 8 for the John S. Rae 
Prom autotest, which was held on 
the Promenade at Hartlepool. Many 
of the top championship contenders 
were present, .and the event 
promised to be exciting with 12 tests 
laid on, but only eight were fitted in 
the time allowed. 


At the Craigantlet hillclimb on August 1, Patsy McGarrity in his FA Chevron 


B29 took 0.38sec off the hill record of 55.72s, set three years ago by Brian 
Nelson in his Crosslé-Hart 22F. Second was Tommy Reid (Brabham-BDG 
BT40) at 55.42s, making a return to the speed scene after an absence of over a 
year. The event was, in theory, a qualifying round of the RAC Hillclimb 


Championship, butnocross-channel cars or drivers putin an appearance. 


‘ Saloons, 


With a prize for best time on each 
test, the competition was fierce all 
day with Trevor Smith (Midget) 
going into an early lead which he was 
to lose with a wrong direction. In the 


. Mini class Paul Swift (1275 GT) went 


into the lead from Dave Barney 
(Cooper S). John Calton was well in 
front in the Saloon car class in his 
Mexico. 

Test 4 saw Smith get his wrong 
direction, which with his penalty on 
Test 2 made him out of the running. 
Calton kept up his lead among the 
and was never really 
threatened despite a penalty on test 
A . 


With Smith out of contention, the 
battle for BTD was between Steve 
Stringer (Lotus 7) and Dick Squire 
(Sprite) was close-fought all day, the 
lead changing many times through- 
out the tests. But in the end, 
Stringer came out the winner by 
nearly 3secs. The Mini class was won 
by Barney, Swift losing by 8}secs 
after a penalty on test 2. Calton won 
the Saloon class from John North in 
his Beetle by over 90secs. Smith still 
won his class, by 21secs from John 
Chalmers in another Midget, while 
Sam Turner (Beach Buggy) was Best 
Novice and Richard Dryden (Mini 
1275 MELE y the award oot oi 
mem e organizing Hart: 

& DMC. Swift, Calton and Squire 
won the Team Award. 
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Seymour is 
champion 


A tremendous scrap for honours in 
the up to 1300cc Escort/Anglia class, 
a first-ever class win for Pete 
Robertson in the other Escort/ 
Anglia class and the clinching of the 
RAC Autocross Championship by 
Nick Seymour. These were the high- 
lights of a successful BTRDA Auto- 
cross Championship round run by 
Owen Motoring Club near Rugeley, 
Staffs, last Sunday. 

Seventy-four cars presented them- 
selves — one of the most respectable 
entries for some time — but single 
runs (because of the dust) reduced 
the entertainment value for all 
concerned. 

However, the interest was main- 
tained particularly in Class B where 
only seven-tenths of a second separ- 
ated the top four. 

Winner, and making his first 
appearance in the Midlands, was 
Bob Mack in his 1300cc Anglia who 
collected another valuable nine 
points by being just three-tenths of a 
second faster than Bob Merridale in 
his Escort. 

In third place, a whisker away, 
came Dick Keen who made a mess of 
his first run but collected it together 
on the second in his Escort and just 
pipped Roger Burn, the former Imp/ 
Clan man, who borrowed Merridale’s 
Escort. ; 

Despite stripping third gear on his 
first run, Pete Robertson pressed on. 
in determined mood and collected his 
first BTRDA goblet with his Escort 


‘although the opposition was only. 


moderate. 

Proceedings began with Mike Hill 
comfortably collecting the standard 
car class with the Lancia Fulvia 
while a rare outing from John 
Bloxham, the club’s captain, in a 
Fiat 131, earned him second, albeit 
three secs off the pace. 

A real flyer from Phil Wilson on his 
first run dominated the strong 
contingent in the up to 870 Mini 
class, his time of 105.3s being almost 
four secs faster than anyone else and 
it was not until the last two main 
classes that his time was bettered. 

Twenty-three rally cars were 
divided at 1300cc and in the former 
class Andrew Furness was nearly 2s 
quicker than the rest in his Cooper S 
with Mike Hayton’s Renault-Gordini 
nipping into second ahead of Willie 
Dick on its second run. 

Ian Beveridge further enhanced 


-his chances of overall championship 
- success by taking the other class in 


his Escort for his third win with Ron 
Aiken not far behind, while Phil 
Shaw, out of autocross for nearly a 
decade, found his touch on_ his 
second run and slipped into third. 

Behind him, and thor 
enjoying a private battle, Dere 
Sparkes edged out Jeff Hawkins 
from second place by two-tenths of a 
second. In the second of the Mini 
classes Frank Morris thundered 
round impressively to win comfort- 
ably with Tim Greenhill snatching 
second from Peter Sanders. 

In the last of the Mini classes 
Terry Smith was smooth and fast 
and his time of 101.4s was very much 
within striking distance of BTD set 
by Nick Seymour, but maybe the 
latter was not trying too hard with 
his Volnik which did 100.8s on the 
first run. 

BTD: N. Seymour (Volnik) 1008s. Class 
winners: M Hil (Lancia Fulvia), 108.8s; P_ Wilson 
(Mini), 105.3s; B Mack (Anglia), 107-15; T. Westley 

109.9s: F. Morris (MiniFord), 1038s, P 

sian Eso. 112.15; T Smith (MiniFord) 
101.4s: P Chanceflor (Bits and Pieces), 125_1s- 

hn ag (Cooper), 1086s: | Beveridge (Escort). 


Wroughton NDRC: Pro Comps impress 


The Superdrag-promoted NDRC 
meet at the Royal Naval Air Yard at 
Wroughton was blessed with perfect 
weather and an excellent crowd, who 
were treated to some exciting racing 

icularly in the Pro Comp class 
ed by Mike Hall in qualifying with a 
7.8s/i8lmph run in his 392 rail. 
Seven other entrants made it the 
best field yet, with 8s runs coming 
from Jim Read, James Rowat and 
John Wright in his 427 Chevy — his 
first at 8.8s. 

Neither Liz Burn 
Donovan-powered car, nor 
Spence (a big 436 Chrysler fitted to 

i previously | Chevy-powered 
Malibu Express) made good runs, 
but showed promise for the elimina- 
tion. 

In Funny Car, Dennis Priddle had 
his engine load up off the line, which 


probably cost him low-time as he 
dropped to 8.88s at 203mph, with 
Peter Barnet clocking a_ great 


_211mph in 7.2s to lead. Geoff Hauser 
was driving Liam Churchill’s Eurp 
Capri, Churchill having a back 
injury, and hit a 7.6 on only his third 
run in the car. 

The first round of Pro Comp went 
predictably to Jim Read, who ran 
away from Barrie Young’s injected 
Pontiac with an 8.4s to 10.3s, while 
in the second pair both Jim Rowat 
and Liz Burn red-lit. Pat Cuss 
appeared to fall foul of the electron- 


ics when the timing equipment, ex- | 


posed to the sun, slowed down the 
countdown in his lane giving Mike 


Hall a win of 8.9s whilst Cuss red-lit. 
The last pairing, between John 
Wright and Bob Spence went to 
Wright, who Sormed. away from the 
more powerful car with another 8.8s 
to a slow 13s for the big Chrysler. 
Both the Cuss-Hall and Rowat-Burn 
runs were laid on again after steps 
had been taken to cool the equip- 
ment down, with Hall taking the 
first again 7.9s to 9.1s, and Burn the 
second with a fantasticly close race 
of 8.12s to 8.24s for Rowat’s Chevvy. 


_Meanwhile the first round of - 


Funny Car had had its moments too, 
with Barnett taking a bye at 
7.43s/204mph, then Geoff Hauser 
losing to Priddle, who after leaving 
first had lost ground and slowed as 
Hauser tried everything he could to 
catch up — unfortunately crossing 
the centre line and fouling out des- 
pite, in fact, getting in front. Both 

ush cars followed their cars up 

efore the runs had finished and 
stopped either car getting a time 
just to complete the confusion! 

The final made up for it though, as 
Priddle got away first and held on to 
a much-needed win at 7.09s, 203mph 
to Barnett’s game 7.4s at 184mph. 
Back to Pro Comp, and in the semi- 
finals, Jim Read took a very close 
race against John Wright, who none 
theless turned in a best-ever of 
8.43s/l6lmph to Read’s 8.39s at 
167mph. Liz Burn really turned on in 
the other semi-final, hitting a winn- 
ing 7.78s at 175mph to beat Mike 
Hall’s 7.74s at 182mph, the Burn 


F 


team’s rear-engined Donovan finally 
running properly and looking cap- 
able of a lot more yet. The final had 
to be held over till Sept 11 at 
Snetterton. 

In Senior Competition, won as 
usual by Gary Page in the team 
Panic Gheyit ic Hammond got his 
nice 392 Bantam running well to the 
tune of 9.5s, and if it had not been for 
a great start by Page at 10.0s, he 
would have won the first round and 
gone on to meet Dick Sharpe in the 
final, but a win must come his way 
before the year’s end. As it was, 
Page beat Sharpe with a 9.86s to 
10.58s to win, while in Middle Comp 
Sue Coles continued her winning 
ways with a win over Jason Smith’s 
Pontiac/Ford in her little Chevy/T — 
the two meeting for the fifth or sixth 
time this year in the final. 


@ Trouble was anticipated at the 
Super Saloon round at Brands Hatch 
on Sunday, in connection with rear 
wings (Sports Extra August 5). 
Competitors ran with their normal 
wings, and it appears that there was 
a mix-up at the RAC when it was 
suggested that the wings should be 
limited in height to the lowest part of 
the rear window. Apparently no rule 
was ever made (nor is likely to be). 
The Super Saloon Drivers Associ- 
ation and the Special Saloon Regis- 
ter have drawn up proposals for 
1977, and these were due to be dis- 
cussed at the RAC Race Committee 
Open Day last Tuesday. 


Mini 1000 challenge action from Brands Hatch as Geoff Robson (37) and Tom Hurn collide — Robson 
becoming entangled in the fencing. Below: Setting a joint fastest lap at Brands Hatch with John 
Brown, Bill Cowling took his Delta IRF4 to an easy win in the Formula 4 Championship race. 


Records go 
at Fintray 


The marshals were the real stars at 
the Aberdeen and DMC’s hillclimb 
at Fintray on Sunday, August 8. 
Sponsore by Oilfield Safety 


. Products, the Club had four class 


records broken and one established. 

Tom Donald had a lot to thank 
the marshals for, because he lost 
control of his Morgan 4/4 at Ruin 
Corner, after the 200yds straight 
from the startline, and somehow 
managed to put the two nearside 
wheels up onto the sharply cut earth 
safety bank. The Morgan slowl 
began to topple over (without a roll 
cage) an instinctively Tom 
stretched out a hand to stop it. He 
was able to hold it long enough for 
the marshals — from the ADMC and 
the Scottish Motorsport Marshals 
Club — to right the car and get him 
out. 

With a maximum entry of 90 for 
this fifth round of the Scottish 
Hillclimb Championship, the club 
and the large crowd of spectators 
were assured of quite a lot of action. 
Ron Cunning took 0.62sec off the 
large road saloon class in his Twin 
Cam Escort and David Milne, in his 
JW sponsored Lotus 7, took the road 
sports record by 0.02sec. Barrogill 
Angus (Davrian) reduced his own 
record by 0.37sec, while Norrie 
Galloraith managed to reduce the 
sports-racing record of 33.05 (set in 
1970) by 0.4 2sec. 

' There were close battles for 
st gg in the big Mini class and 
John Whyte’s Lee Edwards spon- 


‘sored Cooper S eventually took the 


verdict by 0.27sec from Norman 
Insch’s similar car. As stated, David 
Milne won the big road sports class; 
but it was James Ingleby’s 4.7 litre 
AC Cobra that was the centre of 
attention. However, his last tyre- 
smoking start was spoiled when the 
gearlever knob came away in his 
hand, and he had to be content with 
second place. Mrs Pat Damodaran 
drove the massive 5.7-litre Cadillac- 
engined Allard J2X to a fine win 
among the ladies. C 

In the Clubmans class, James 
Ingleby took out the family RS1600° 
(which Moira uses for shopping) and 
put in a demon last run to win by 
0.07sec from Jack Davidson, who 
was also driving the Ingleby RS and 
was in front until then. 

Although Alan Thomson, was 
fastest in practice, the ingenious 
home designed and built 3.5-litre 
Rover engined Jasag special of Jim 
Sword was in front after the first 
runs. Then Jim Campbell made the 
ascent in his John Young Brabham 
with a time of 32.59sec, which stood 
as BTD until Charles Munro got it 
all together and recorded 31.89sec in 
his Jack Crane Hire Chevron B25. 


Overall: 1, Charles Munro (Chevron. B25) 
31.89s; 2, Jim Campbell (Brabham), 32.59s; 3, 
Alan Thomson (Chevron B17), 32.60s; 4, Norrie 
Galbraith (Mallock MkIIB), 32.63s (class record); 
5, Jim Sword (Jasag Special), 32.71s; 6, Barrogill 
Angus (Davrian), 33.24s (class record); 7, Mike 
Reid (Vixen VB4), 33.49s: 8, Graham Gray 
Chevron B25), 33.65s; 9, John Whyte (Mini- 
eee S), 34.71s; 10, Doug Thomson (Motus), 

97s. 

Class winners: Munro; Galbraith: Reid; David 
Ross (Sunbeam Stiletto), 37.65s; Alistair Dey 
MiniCooper S$), 37.14s; Ron Cumming (Ford 
scort TC), 36.58s; Ricky Gauld (Sunbeam 
Stiletto), 35.54s; Tom McMillan (MG Midget), 
37.83s; David Milne (Lotus 7) 35.49s ( 
James ingleby (Ford Escort RS1600), 37.76s 
(record). 


@ The engines of the leaders of the 


750MC’s Formula 1300 and Formula 
750 championships were examined 


last week and found to be legal. 


Phil Lloyd’s F1300 unit had a capa- 
city of 1216cc and Chris Hague’s 
F750 engine was 747cc. 


OEE EE EE i a 


ad ‘a t ALS Ch Seema Te F 


im Ward: up to date 


Tired of seeing himself down as 
“doing quite well despite his ancient 
Lotus” in AUTOSPORT reports Nor- 
folk garage owner Jim Ward has 
built himself a new Formula Four. 
Called a Gem it is based on March 
Fermula Three suspension with a 
Holbay Ford engine. 


Jim with the help of friends David 
“Tiger” Knights and Russell Webb 
built the Gem at his garage at 
Blofield near Norwich. Main aims 
were to get weight and therefore size 
down compared with the old Lotus 
41 hecampaigned last year. 

Building began in September when 
the Lotus’ engine blew and this has 
been rebuilt for about half the £1200 
cost of a new one. Jim is still 


Jim Ward and his new Gem F4 car. 
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International events 


chocking over the £400 for a new 
Hewland gearbox though! 


Sponsorship comes from Atkinson’s 
Barage in Great Yarmouth who will 

e providing the season’s running 
costs. 

After an initial shakedown at 
Snetterton last week which revealed 
cooling problems Jim raced the car 
at Brands Hatch on Sunday (August 
15). He was quite pleased with it but. 
had to retire with overheating. It 
looks as if the size of the side radia- 
tors will have to be increased. 

Jim has been racing for ten years 
starting with a Sprite. He graduated 
into Formula Ford with a spell in 
Formula Three before settling on the 
750 MCrun Formula Four. 


AINTREE 


The great days of the Grand Prix 
and the ‘‘200” are gone from Aintree 
now, alas, and club meetings are 
themselves a rarity at the Liverpool 
circuit these days. However, there is 


one scheduled for this weekend, and. 


there are ten races on the card. For 
the J&P Polymer Services Ltd 
Formula Ford Fiesta, an excellent 
entry has been received, including 
John Bright, Philip Bullman, Mike 
Blanchet, Barry Pigot and erstwhile 
Formula Junior lap record-holder 
Roy James (back in 1963). In the 
Formule Libre race, Richard Mallock 
debuts the new Mallock Mk18 Super 
Ford. Colin Hawker’s DFVW must 
start clear favourite in the Super 
Saloons race, and there are also races 
for F750 and Modsports. Racing 
begins at 2.00pm on Saturday. 


LYDDEN 


The 750 Motor Club is back at 
Lydden this Sunday with a nine-race 
programme, including races for 
Reliant 750 Formula, Formula 1300, 
Formula 4, Formula Ford 1600, Ley- 
land Mini Challenge 1275GT, Ley- 
land Mini Challenge 1000 and 
Formule Libre. The first race gets 
under way at 3.00pm. 


INGLISTON 


Ingliston on Sunday sees the run- 
ning of the Lothian Sports Car Race 
meeting. There are nine races, all 
Scottish Motor Racing Champion- 
ship rounds except the oe 
race which is a round of the Euro 
Burgess Championship. There are 
events for Special Saloons (featuring 
Doug Niven and Bill Dryden), 
Formule Libre (a win for Richard 
Scott?), Modsports, Sports & GT 
cars, FF1600, Production Saloon 
Cars and Prodsports. Racing starts 
at 2.10pm. 


LOTON PARK 


Loton Park, set in the midst of an 
estate at Alberbury, near Shrews- 
bury, plays host this weekend to a 
round of the Guyson/BARC Hill 
Climb Championship. The entry is 
excellent and a many of the’ 
sport’s leading exponents including 
Alister Dour s-Osborn (Pilbeam), 
Roy Lane (Fenny Marine GM1), 
Richard Jones (Surtees), David 
Franklin (March), Rob Turnbull 
(Brabham), David Render (Lotus 76) 
et al. About one-third of the hill has 
been resurfaced since the last event 
at Loton Park, and a new outright 
hill record is very much on the cards. 
There is practice on Saturday from 
11.00am, and competition begins o 
Sunday at 12.15pm. ; 


A new record on the cards at Loton? Roy Lane will be sampling the resurfaced 


track with interest. 
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Date Venue Event - | 
Aug 22 Misano, Italy European Championship for F2 Drivers round 11. Jem tts 
Aug 22 Mosport Park, Canada World Sports Car Championship round5 =~ . cwai, '° oan rt 
Aug 22 Jyllandsring, Denmark Player’s Canadian Atlantic Championship, final round (6) et 
Aug 22 Kassel-Calden F3, Touring Cars, Grand Touring Cars 
Aug 22 Michigan, USA European Championship for F3 Drivers 
Yankee 400 
British events 
Date Venue Event Club Details 
ueens Hall, Dunoon, Argyll, Rall N Lanarkshire CC 00.01 Burmah Rally — RAC Rally Championship/Castrol 
la 2 Scotia nd : = ' AUTOSPORT Rally Championship/Scotsman Rally 
Championship _ . 
| Aug 21 Aintree, Liverpool Race Meeting R Aintree CC 14.00 J & P Polymer Services FF Fiesta — FF 1600, Modsports 
} F Libre, F750, Special Saloons 
| Aug2122 Oxford (MR164/488064) Rally R S. Bucks MC 22.30 Wendy Fair August Moon Rally 
Aug 21/22 Llandeilo Service Station Rally R Vale of Cothi MC 23.01 Llandeilo Service Station Nock Rally — Welsh ; 
| Association Championship 
| Aug2122 London Road, Retford, Rally G Dukeries MC _ Sherwocd Rally 
i (MR120/708806) ae ri ; ; 
| Aug21/22 Loton Park, nr Shrewsbury Hillclimb R daeyé DLCC 12.15 Guyson/BARC Hillclimb Championship 
| Aug22 nee ae Edinburgh, Race Meeting R SMRC = — 
cotlan 
| Aug22 Lydden Hill, Lydden Village, Race Meeting R 750 MC 15.00 Reliant F750, F1300, F4, FF1600, Leyland Mini 
Kent = Challenge 1275 GT/1000, F Libre 
Aug 22 Farnborough, Hants Rally R Farnborough & MC _ | Summer Sort Out Rally — Pirelli/Cars & Car 
Conversions Rally Championship , 
Aug 22 Okeford Fitzpaine, nr Blandford, Autocross R Dudsbury CC = Taurus Trophy Autocross 
(MR194/813094) : — 
Aug 22 Brynegwoys p Autocross R > Rhyl & DMC _ Welsh Association Championship 
Aug 22 Rempop anor Farm, Charing, Autocross R Blackpalfry MC 14.00 August Sun Autocross 
ent 
Aug 22 Jenkins Farm Autocross R Roding CC — aa, © 
Aug 22 Duns Golf Course, Duns, Autocross Cc Berwick & DMC _ _ 
* Berwickshire 
Aug 22 Blackbushe, Camberley, Surrey Drag Meeting R BARC (SC) _ _ 
Aug 22 Wharf Street Car Park, Autotest Cc Wallasey MC 10.30 Summer Autotest 
Port Sunlight, Merseyside 
Aug22 - Ries! He Daves Dundee, Autotest C 750 MC (Scot) 13.30 — 
cotlan 
Aug 22 ppetterion. nr Thetford, Sprint R Romford Enth CC F< a 
orfo 
Aug 22 St Eval, Newquay, Cornwall Sprint (3 Newquay AC = = 


_ Secretaries of the Meeting are requested to send details of all forthcoming events to Miss Linda McRae. Autosport Editorial, Haymerket Pubistimg Lac Regent Howse 5462 Regect Sreet_ London WIA 24 
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1 One of the Ford Rally team’s Escorts 
om its way to victory with Shell Super 
Multigrade. 


Heres 
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Same oil is transferred from the Rally 
Escorts to three standard Escorts for 
another 1,000 miles. 


Today’s highly stressed engines need 
high-performance oil. High temperatures, 
pressures, speeds. and minute tolerances 
all work on your oil and tend to reduce 
its effectiveness. Shell Super Multigrade 
has a special additive to resist these 


real engine protection... 


The Second Great 
Shell Marathon 


In the second Shell Marathon a single 
batch of Shell Super Multigrade was 
used in the engines of three Rally- 
winning -Ford Escorts, transferred to 
three standard Escorts, then into 
London taxis and back to the standard 
Escorts to demonstrate yet again how 
Shell Super Multigrade gives real 
engine protection. 


bes : \ 


Shell Super Multigrade is transferred to 
London taxis for a further 1,500 miles. 


3 


forces. It also fights sludge formation, 
inhibits rust and oxidation. It’s one of the 
world’s most advanced Multigrade oils, 
and one of the most reliable. The Second 
Great Shell Oil Marathon helped to 
demonstrate it. 


Get real engine protection- 
with Shell Super Multigrade 


